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Made especially for Docks, but its 
immense capacity fits it also for 


All Large Freight Terminals and Factories 


In all places where there is considerable trucking to be done over ramps or 
between levels, there is a certainty of lowering the cost and increasing the 
speed of this work with the Dock type of 


Otis Inclined Elevator 


Without mechanical assistance, so much extra exertion is required that truckmen cannot help 
but loaf and lose time on the up grades. The installation of the Otis Inclined Elevator, 
however, ends these delays and the consequent congestion. It carries the trucks along at a 
rate of 125 feet to 250 feet per minute. It works the same with either hand or electric trucks 
and there is practically no limit to the weight of the loads. 


We would like to tell you more about these Otis Inclined Elevators—and prove 
to you that they can be perfectly adapted to the conditions of your business. 


SEND FOR CATALOG 


Otis Elevator Company, Teccy"sinas. New York 
600 West Jackson Boulevard, Chicago 
Offices in all Principal Cities of the World 
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Mr. A. C. Slaughter, Traffic Manager, the Lagomarcino-Grupe Company (perishable produce), Davenport, lowa, writes: “| 
do not think, in my opinion, that any traffic manager should be without this work.’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
| LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 














PUBLIC UTILITY LAWS 
STATE and INTERSTATE 





) Gatnelite Reference Work 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without | 
the Interstate Commerce Laws and Statutes of ti.» severai states. The most complete and convenient compil- | 

ation of these laws is contained in the book here illus | 
trated, which has been extensively sold to represent. 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 









The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws | 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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418 South Market Street, Chicago | 
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Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA—CHARLESTON NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,’’ “‘Ruby,” “Robert M. Thompson’’ 
Every Ten Days Low Insurance Rates 


Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 
ee TnnISIEnIIS 


CONNECTIONS. 


At PHILADELPHIA—With Baltimore & Ohio R. R., Pennsylvania R. R., Philadelphia & 
Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Transportation Co. 

At NE W ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 
Texas & Pacific Ry. 


G. B. DOWDY, Traffic Manager, JAMES W. ELWELL @ CO., Managers 
Pier 19, North Delaware Avenue, Philadelphia, Pa. 17 State Street, New York, N. Y. 
A. by CANE, Agen’ W. G. HEWITT, Solici 
Pier 19, N. Somers Ave., Philadelphia, Pa. Soliciting Freight Agent 
N. F. KNIGHT, General Agen 217 East Baltimore Street, ‘Baltimore, Md. 


Girod i Lindiee, New Orleans, La. C. H. GOODRICH, General Eastern Agent 
H. J. JERNEGAN, Agen 
Foot 7 Cone Street, Charleston, S. C. 61 Broadway, New York, N. Y. 
Cc. H. JACKSON, Gare Agen J. J. KLINE, Traveling Freight Agent, 
019 oo Bidg., Pittsburgh, Pa. ' Shreveport, La. 


ABITA SPRINGS COVINGTON MANDEVILLE* 


yew ORLEANS GREAT NORTHERN p 


“OZONE ROUTE” 


SUPERIOR FREIGHT AND PASSENGER an 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH ano WEST 4xv FOREIGN 
PORTS via NEW ORLEANS, “SANKWa CANAL” 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORTS 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M.' J. McMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Are You Satisfied With Present 
Methods. of Filing Tariffs at Stations? 


If not we can show you a file which costs less to install per 
Station and practically eliminates upkeep. 


THE SHAW-WALKER 


T ariffs Always Improved Tariff File System is the is the system which reduces expense 


. in printing, mailing, Ceeens and filing of Tariffs at stations. 
in Place In daily use for 15 y 


5 If I d ° EQUIPS A STATION WITH ONLY NEEDED CAPACITY. No waste 

eir-inaexing —no ae expenditure. Additional files as needed, at frac- 
tiona 

Dustless OCCUPIES LESS SPACE. ATTACHES TO WALL. Swings from 

ae parts to break. Stands the strain—single sheet 


1 or bulky issu 
Sanitary PERFECT WORKING SYSTEM. UNIFORM AT ALL POINTS. Cuts 


How many stations out expense of wiring in for rates. No need to furnish every 
have z'su to eguip? new agent with another set of tariffs. 


ILLUSTRATIVE CIRCULAR ON REQUEST. 


SHAW-WALKER 


6042-94 Western Avenue 
MUSKEGON, MICHIGAN 


NEW YORK WASHINGTON LONDON 


ONLY ONE 


Efficient Way! 


The Tapley Platform 
System with the 


Tapley Improved 
Elevating Truck 


Platform on Truck 
3 Pieces 


(16 inches from floor. Proven by 


efficiency tests to be the minimum height 
from floor for handling.) 


60% Truck Equip- 
Saves ment. 40 to 50% 
of Handling. 
Breakage, 
Reduces Waste and 
Storage Space. 


CATALOG ON REQUEST 


TAPLEY SPECIALTY CO. 


931 West 37th Street, New York 
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Colora: 
Washi 


New Express Service 


to El Salvador lease 


= outside 
Wells Fargo & Company Express, 8. A. has .— 
extended its service to the Republic of El Salvador, 5H One ye 
Central America, and will accept shipments for speedy 


forwarding via New York. ; a 


Shipments will move by steamer from New York x 
to Vera Cruz, Mexico, thence in bond to Salina Cruz 


by fast express trains, thence by express steamer to | = For 
° . . . been 
Acajutla, and by rail to destination. ‘ 
ratio! 
11° > 7 . . . sion j 
Shipments for El Salvador points are in transit : 
the 1s 
approximately thirteen days from date of forwarding Septe 
Octol 


from New York. 
the \ 


Write today for full details of this 
new service. A circular of infor- 


mation sent promptly on request. 


Foreign Department 


Wells Fargo & Company Express 


51 Broadway, New York City ) of th 


reste 
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INFORMAL REPARATION ORDERS. 

For the past several years The Traffic World has 
been printing, from time to time, the informal repa- 
ration orders of the Interstate Commerce Commis- 
sion in the manner shown on pages 571 and 572 of 
the issue of September 20; page 603 of the issue of 
September 27, and pages 643 and 644 of the issue of 
October 4. These orders are being handed down by 
the Commission in an ever increasing number, but 
some of our subscribers have questioned the value 
of our continuing this service. 

lt is Our purpose to print, in so far as is possible, 
that material our subscribers find of most service, 
and in order to determine that fact, we ask you 
to give us your views upon this point. 

Simply say, “We do—or do not—find the in- 
lormal reparation order information as carried in 
the Traffic World of value to us.” 

Be sure, however, to sign your name. 


DRY OUT THE MOISTURE. 

\n exchange calls attention to the large amount of 
weight that is involved in the handling of the food- 
stuff under the present method. It is suggested that 
this is one of the most important contributing causes 
of the high cost of living. Examples are cited of the 
experience of Germany in the matter of potatoes, 
whic These 
are reduced in bulk by the elimination of 70 per cent 
of water and the removal of the culls. It is sug- 
sested that the same method of treatment may apply 


are used for stock feed and in the arts. 
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in the handling of corn. It is said that the American 
people are annually paying freight upon 436,682 tons 
of water in shipping their corn from the producing cen- 
ter to the market, which is equivalent to more than 
14,500 carloads. The moisture, also, is said to ac- 
count for the great losses from deterioration in shelled 
corn. Of course, it would be impracticable to dry 
out all vegetable products, but it is probable that it 
could be done to a greater extent than at present and 
to some advantage. 


SHORT-HAUL A TREMENDOUS BUSINESS. 

The importance of Distribution is being realized 
more and more by industrial executives. Sales prin- 
ciples have been evolved, and methods of application 
developed, and men trained in the work. The same 
is true of Production. 

Distribution is experiencing a “revival.” 

Industry was mightily changed by the advent of the 
steamboat, and by the steam railway, and by the inter- 
urban, which possibly set back the Good Roads move- 
ment. The interurban jumped in where traffic was 
thick to compete with the steam railways. One of 
the correct economic functions of the motor vehicie 
will be to broaden the band of production which re- 
stricts to a certain narrow ribbon the source of ton- 
nage of every railway in an agricultural or mining 
district. The adaptability of the truck to do this has 
been established by experience. It is better than a 
telescope or a telephone. It brings the productive 
back country up to the railway. 

The economic function of the motor truck is to 
complement, rather than to compete with, the railway. 
The sooner this is understood, the better it will be 
for motor truck factories, and, for reasons which we 
shall discuss in due time on the basis of adequate in- 
formation in hand, for the railway people. 

The point of view which was taken in a paper pre- 
sented to the executive officers of central electric 
stations, at the June convention of the National Elec- 
tric Light Association, by E. E. Witherby, western 
manager for the General Vehicle Company, selected on 
that occasion to represent the entire electric vehicle 
industry, shows a shrewd grasp of the fundamentals 
Said Mr. Witherby: 


“You do not realize as you go from home to office 


of the situation. 


or returning that as you pass the various horse wag- 
ons, and there are thousands of them, or the gasolene 
truck once in a while, that the biggest piece of real 
business in every man’s community is the transpor- 
tation of persons and merchandise and that at least 
50 per cent of all the tonnage that you see every day 
can be hauled cheaper by electric vehicles than it can 
be done by horses or gasolene machines. Gentlemen, 
it is the greatest piece of business in the world to-day.” 

After establishing this point of view, he takes up 
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various technical matters and refers to the growth in 
number of electric vehicles used in Chicago and New 
York and other large cities. 

The magnitude of the short-haul problem is shown 
by him in the statement that in 1910, the last year for 
which Interstate Commerce Commission statistics were 
available, “the transported, exclusive of 
duplication of interchange of 
Included in the total are manufacturers, 278,- 


railways 
freight, 1,026,491,782 
tons, 


“~~ 


157,500; 
98,861,000; anthracite coal, 117,480,501 ; 
38,624,775 ; 
transporting this tonnage the railways are using 2,350, 


miscellaneous, 71,600,523, stone and sand, 
animal prod- 
ucts, merchandise, 61,234,757 tons. In 
ooo freight cars, the average load per car was 22.3 
tons and required 66,000 locomotives. 

“It would be interesting to know just what percent- 
age of the total tonnage was of necessity hauled to 
cent of 


and from freight terminals; possibly 25 


it was trucked twice, perhaps four times, between the 


per 


point of original shipment and ultimate destination.” 

Mr. Witherby says: 
these possible ton-miles of truck hauling into terms of 
kilowatt-hours and then into dollars of revenue? Why, 
gentlemen, the amount would seem like a dream.’ He 


“Suppose you should translate 


says: “This is the greatest piece of business in the 
world to-day.” 

THe Trarric Wortp’s articles analyzing actual 
service make it evident that the short-haul problem is 
worthy of the most sincere attention of the highest 
industrial traffic 


Our investigations, and articles embodying their re- 


type of executives and managers. 
sults, show that such men in many industries are giv- 
ing the problem their close attention, and feel amply 
repaid by the results they are obtaining. The short- 
haul traffic problems are in a state of rapid develop- 


ment, so that success in their solution brings common 


rewards. 





FORBIDS KANSAS BRICK ADVANCE 





THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The Commission has forbidden the proposed advance 

of the rate on brick from Kansas Gas Belt points to sta- 
tions on the Rock Island in lowa, which were suspended 
in I. & S$. No. 227. The increase proposed was from 
10 to 12% cents. Chairman Clark, who wrote the opin- 
ion, said that errors had been discovered in the tables 
submitted by the principal respondent such as to destroy 
its evidentiary value; he also called attention to the fact 
that the distances were measured via Eldon, Ia., thus 
ignoring the short-line haul made possible by the con- 
struction of the St. Paul & Kansas City Short Line, which 
reduces the distance from typical points of production 
to points of consumption by 95 miles. He remarked that 
while the Short Line is independently operated, the fact 
that by stock ownership it is shown to be a Rock Island 
property cannot be ignored. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


HOWARD M. BISCOE, 


Howard M. Biscoe, who was on Sept. 1, 1913, appointed 
vice-president of the New York Central & Hudson River 
Railroad Co. in charge of the Boston & Albany Railroad 
was born in Westboro, Mass., July 3, 1869, and after at- 








HOWARD M. BISCOE, 


Vice-President New York Central & Hudson River 


tending the public schools entered Yale College and grad- 
uated in the class of 1892. He entered the service of the 
Boston & Albany Railroad as clerk in the freight depart- 
ment at Boston in 1892, and, except for 4 
few months, when he was employed by another railroad, 
he has served that company continuously ever since. In 
1898 he was appointed foreign freight agent of the com- 
pany at Boston; in 1905, general freight agent; in Feb 
ruary, 1910, assistant freight traffic manager, and in July 
1911, when the Boston & Albany was made a separate 
property and operated under the direction of a vice-presi 
dent located at Boston, Mr. Biscoe became traffic manager 


December, 


FRUIT MEN COMPLAIN. 

The Wholesale Fruit and Produce Merchants’ Ass0 
ciation of Colorado, in a meeting recently held, resolved 
to fight the $40 refrigerator charge now in effect betwee 
Denver and Omaha. It is declared that the rate from 
Wisconsin points to Omaha, which 
distant with Denver, is only $20, and therefore the Det 
ver shippers claim discrimination against them. 


is practically equi 
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CURRENT TOPICS IN WASHINGTON 





It is hard to find anything in the 
Vandalia decision, handed down by 
the Supreme Court on Monday, to 
justify the reiterated assertions that 
that is a great victory for the states 
and, ipso facto, a great loss for the 
federal regulating body. It cannot be 
described in that way any more ac- 
curately than such a description would 
fit the decision in the Minnesota and 
other state rate cases. 

Primarily, all those cases were reversed because the 
railroads had failed to prove the absolutely vital allega- 
tion that the reduced rates resulted in confiscation. In 
effect the court told the railroad company that confisca- 
tion is something to be proved; it is something more than 
a state of mind and it must be proved the same as any 
other material allegation must be proved in every court 
face of the earth. The proof having failed on 
that point, there was no necessity for going into any 
other question. Mr. Justice Hughes took up the figures 
submitted by the company to prove that the rates made 
by the Indiana commission would be inadequate to pay 
the cost of carrying on the business and went through 
them with the facility of an expert statistician. The alle- 
gation about violation of the fourteenth amendment to 
the constitution was predicated on the revenue of the 
part of the road between Indianapolis and the Illinois 
line. To the revenue from the classified intrastate busi- 
ness, the company applied the ratio of operating expense 
to operating income, and showed, as it claimed, that the 
return under the lowered rates would be less than the 
cost of carrying the goods. To show the hazardous char- 
acter of such an application of figures, Mr. Hughes as- 
sumed that the rates were 50 per cent higher than they 
really were. Then he assumed that the Indiana com- 
mission had ordered them reduced 30 per cent. By ap- 
plying the ratio used by the company’s attorneys in 
making their exhibits he made a paper showing that the 
50 per cent hoisted and then 30 per cent reduced rates 
would not afford return enough to pay the cost of opera- 
tion. He said the case was barren of proof to show that 
the ratio between operating income and operating ex- 
pense showed by the whole division in all its business 
is the ratio that exists between the cost of handling 
class freight and the revenue therefrom, either on the 
whole road or on the part of the St. Louis division be- 
tween Indianapolis and the Illinois state line. He also 
pointed out that while there was testimony to show that 
the terminal cost on class freight is comparatively high, 
it also showed that the shipper loads and unloads the 
fifth and sixth class freight and that the bulk of the 
revenue from classified freight on that division is derived 
from fifth and sixth class. 

“It (the testimony) failed to sustain the contention 
that the action of the Commission in ordering the re- 
duction complained of transcended the limits imposed by 
the fourteenth amendment,” said Mr. Justice Hughes in 
closing his opinion. It is on that that the assertion is 
based that all these state rate cases go no farther than 
declarations that Congress has not yet taken jurisdiction 
over all commerce between the states and that, so far 
as the allegation of a violation of the constitution, the 
cases show a failure of proof, and nothing more. 





on the 
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In his opinion on the suspension of commodity rates 
between Missouri River points, Commission McChord calls 
the attention of shippers to the fact that they are under 
a moral obligation, when they ask for the suspension of 
rates, to present to the Commission all facts, circum- 
stances, conditions, or reasons, which, in their opinion, 
tend to show that the increases should not be allowed. 
The law puts on the respondent railroads the burden of 
showing that the higher rates are reasonable, but that 
does not mean that there is nothing for the complain- 
ants to do after they have suggested the suspension of 
the tariffs. In that matter Kansas City, the protestant, 
offered no witness. No shipper or consumer appeared 
to say that he would be damaged or that the resulting 
revenue would be excessive. On the contrary, most of 
the increases were made on commodities that afforded 
a very low car revenue for the length of hauls involved. 





How much the other members of the Commission 
think the public interest would be served by the re- 
appointment of Judge Clements may be inferred from 
the fact that on Wednesday their unanimous indorsement 
of his desire for reappointment was carried to the White 
House by Chairman Clark. President Wilson may know 
more about the business of regulating the rates and 
regulations of railroads than is suspected, but if he 
does the fact is unknown to the great body of men, 
thousands of them, who have to deal with the subject 
every day. He may be more competent to find a man 
fitted to fill the office that becomes vacant on the last 
day of the year, but should he displace Judge Clements 
it will be impossible for him or any of those who may 
seek to justify his action to disabuse the minds of those 
interested of the notion that it was politics that caused 
the change, no matter whom he may select. 

The Pennsylvania announces the appointment of 
thirty-five “Safety First” committees to consider what 
may be called the smaller matters, the neglect of which 
might involve accidents. At the same time, the inter- 
esting statement was made that during the last four years 
the company has spent $500,000 on the lines east of 
Pittsburgh in following the recommendations of safety 
committees in small matters, altogether aside from the 
much larger expenditures for signals, steel cars, and the 
other more obvious safety appliances. If the spirit that 
actuates the officers of that company had been mani- 
fested by the controlling heads of some other companies, 
the chances are that there would not now be an agita- 
tion for legislation that will place the physical operation 
of trains in the hands of the Interstate Commerce Com- 
mission. 


The inference drawn from the decision of the Car- 
rollton (Ga.) decision that it would be followed by other 
decisions cutting down the arbitraries over basing point 
rates in other parts of the Southeast is fully justified by 
the decision in the complaint of Montezuma, Ga., against 
the Central of Georgia, which puts that place on an 
equality with Americus and Cordele on and after Feb- 
ruary 1 next. The order goes, however, merely to the 
unjust discrimination and undue preference without touch- 
ing upon the fourth section question involved in nearly 
all the cases like the Carrollton, LaGrange, Montezuma 
and Vienna cases. That fourth section question will be 


disposed of independently of the question of unjust dis- 
crimination. 


A. E. H. 
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Decisions of Interstate Commerce Commission 


MISSOURI RIVER COMMODITY RATES 
1. & & DOCKET NO. 201 OPINION NO. 2424 
(28 I. C. C. Rep., p. 265) 

Submitted May 1, 1913. Decided Oct. 6, 1913 

1. Proposed increased rates on commodities between Missouri 
River points not found to result in excessive revenue to 
respondents, and when certain modifications shall have been 
made as agreed between respondents and protestants order 
of suspension will be vacated and investigation discon- 
tinued. 

2. While the law casts upon respondents the burden of showing 
that the increased rates are reasonable, it is but fair that 
parties at whose instance suspensions are ordered should 
present to the Commission all facts, circumstances, con- 
ditions, or reasons which, in their opinon, tend to show 
that the increases should not be allowed 
H. G. Wilson for Transportation Bureau of the Com- 

mercial Club, Kansas City, Mo. 

E. J. McVann for Traffic Bureau of the Commercial 

Club, Omaha, Neb. 

H. G. Krake for Commercial Club, St, Joseph, Mo. 

George T. Bell for Traffic Bureau, Sioux City, Ia. 

F. J. Shubert for Chicago, Rock Island & Pacific Rail- 
way Co. 

F. Montmorency and George H. Crosby for Chicago, 

Burlington & Quincy Railroad Co. 


Henry G. Herbel for Missouri Pacific Railway Co. 
Report of the Commission. 


McCHORD, Commissioner: 

Carriers operating between Missouri River points pro- 
posed to advance a number of commodity rates, but upon 
protest of commercial bodies at Kansas City, Mo., Omaha, 
Neb., and St. Joseph, Mo., the schedules naming the in- 
creased rates were suspended until May 1, 1913, and later 
resuspended until Nov. 1, 1913. The tariffs involved are: 
Chicago, Burlington & Quincy Railroad Co., I. C. C. No. 
10700, effective Jan. 2, 1913; Chicago Great Western Rail- 
road Co., I. C. C. No. 4879; Chicago, Rock Island & Pacific 
Railway, I. C. C. No. C-9420; Missouri Pacific Railway Co., 
St. Louis, Iron Mountain & Southern Railway Co., I. C. C. 
No. A-2229, and Wabash Railroad supplement No. 2 to 
I, C. C. No. 3135 and I. C. C. No. 3149. 

There is no need of setting out the numerous com- 
modities affected. Suffice it to say that the increases 
were to be accomplished by advances in the commodity 
rates or by the establishment of class rates on certain 
articles heretofore accorded a commodity rating. While 
several items were later more specifically attacked, the 


original protest asked a suspension of the schedules in 
their entirety, because: 


Your petitioners have but recently received these increased 
tariff schedules and have had no opportunity to discuss with 
the several members of these organizations the effect of these 
proposed increased rates on their respective traffic, and will 
not have an opportunity to make an investigation of this kind 
of sufficient detail to be able to determine by December 21 (the 
last date on which these petitioners may file application for 
suspension) and, therefore, respectfully petition the Honorable 
Interstate Commerce Commission that an order be issued sus- 
pending the above-named tariff schedules. : 


As a result of a conference between protestants and 
carriers, held prior to the hearing, it was agreed that 
certain of the present rates be continued, some modifica 
tion made in a few of the advances, and the protest with 
drawn as to practically all of the other increases except 


ing those upon blue vitriol, furniture and linseed oil to 


and from Kansas City. 
Between Kansas City and St. Joseph the existing raté 
on furniture is 7 cents, with a graduated minimum accord 























ing to the length of the car based upon 16,000 pounds 
for 36-foot equipment. It is proposed to increase this 
rate to 9 cents without change in minimum, while the 
present rate of 7 cents between Leavenworth, Kan., and 
St. Joseph, Mo., is sought to be increased to 8 cents. 


Likewise, an advance from 7 to 8 cents is proposed be 


= 


tween St. Joseph and Leavenworth, and from 5 to 7 cents 


between St. Joseph and Atchison, Kan. At the increased 
rates the per-car revenue will amount to $11.20 at the 
7-cent rate, $12.80 at 8 cents, and $14.40 at 9 cents, for 
hauls of more than 60 miles. Between the lower and 
the upper Missouri River cities—Kansas City and Omaha 

an increase from 10 cents, minimum 25,000 pounds, to 
13 cents, at the same minimum was proposed, but this 
was modified by respondents, who agreed to make thr 
minimum 20,000 pounds at the increased rate. This will 


make an increase of $1 in the per-car revenue at the mini- 


mum weight, and it is in evidence that most of the cars 
particularly those from Omaha, are loaded lighter thai 
20,000 pounds. This change was made with the approval 
of all the protestants except the commissioner of the 
Board of Trade of Kansas City, who contested any ad 
vance whatever in the furniture rates. 

On blue vitriol the present rate between Kansas Cit 
and Omaha is 10 cents. It is proposed to advance thi 
to 12% cents. Ordinarily this article takes the fifth class 
rate, which, between these points, is 16 cents. Onl 
Kansas City protests this advance. 


The linseed oil rate of 9 cents between upper and 
lower Missouri River crossings is proposed to be mad 
10 cents; between the lower crossings the existing 7-cen! 
rate is sought to be made §g cents. Kansas City also 
objects to this advance. 

This constitutes all of the advances that may Db 
said to be protested and the protest comes wholly fror 
Kansas City. Among the proposed advances which ar‘ 
to be withdrawn or modified and against which protes' 
has been recalled are: 


Glucose, between lower Missouri River crossings, from 5 t 
8 cents; adjusted at 6 cents. 

Glucose, between lower and upper crossings, from 8 to 
cents; adjusted at 10 cents. 

Ice, between upper and lower crossings, from 5 to 6 cents 
advance to be withdrawn. 

Canned goods, advance withdrawn and modification of con 
modity description to be made. 

Shot, advance in minimum weight from 30,000 to 40,00 
pounds; adjusted at 36,000 pounds. : 

Soap, advance of 3 cents; compromised at 1% cents 
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The reasons given by respondents for the proposed 
advances are that many of the commodities affected do 
not actually move and there is no necessity for a con- 
tinuation of commodity rates; hence a reversion to the 
class basis; that discrepancies in rates between the vari- 
ous lines serving the cities interested were sought to be 
removed, and that many of the existing rates were’ too 
low. That many of the rates are obsolete seems to be 
admitted and, with the so-called concession made by re: 
spondents, Kansas City is the only remaining protestant. 
It offered no witness and its complaint, as expressed by 
its transportation commissioner, its sole representative, is 
more against the quantity and extent of the advances 
than their effect upon Kansas City business. No shipper 
or consumer appeared and no evidence was offered to 
show the extent of the movement of commodities affected 
by the increases sought. In fact, it was admitted by 
this protestant that no compilation showing the monetary 
effect of these increases upon the Kansas City shipper 
or consignee had been prepared. While the law casts 
upon the respondents the burden of showing that the 
increased rates are reasonable, it is but fair that the 
parties at whose instance suspensions are ordered should 
present to the Commission all facts, circumstances, con- 
ditions, or reasons which, in their opinion, tend to show 
that the increases should not be allowed. 

The proposed rates on furniture amount to an in- 
crease of $1 per car between Kansas City and Omaha, and 
from $1.60 to $3.20 per car between Kansas City and St. 
Joseph. When it is considered that the per-car revenue 
at the advanced rates in the one case is but $26, and in 
the other not in excess of $14.40, and that the hauls are 
200 miles and 60 miles, respectively, the increased rates 
cannot be said to afford excessive revenue. This is also 
true of the proposed increase of $7 in the minimum per- 
car revenue on blue .vitriol, the rate sought yielding $37 
per car for 200 miles. 

While the record in this proceeding is not such as 
enables us to consider in detail the individual advances, 
and nothing herein shall prejudice a _ specific attack 
thereon, we are constrained to allow the increased rates 
to become effective when the modifications agreed to 
between the protestants and respondents shall have been 
made. The carriers will be expected to continue their 
present rates in force until the modifications referred to 
have been established. An order discontinuing this pro- 
ceeding will then be issued. 


VEGETABLE RATES DISCRIMINATE 





CASE NO. 5041 OPINION NO. 2426 
(28-I. ©. C. Rep., P. 274) 
CRUTCHFIELD, WOOLFOLK. & CLORE ET AL, VS. 
FLORIDA EAST COAST RAILWAY CO. ET AL. 
NO. 5041 (Sub-No. 1). M. GEORGE & CO. ET AL. VS. 
SAME, 
Submitted Dec. 17, 1912. Decided Oct. 6, 1913. 


Rates charged by defendants for transportation of vegetables 
in mixed carloads and potatoes in hampers from points on 
the line of the Florida East Coast Ry., in Florida, to Chi- 
cago, Ill., found unreasonable, 


ALFRED. OWEN DAVIES for complainants. 
Alex St. Clair-Abrams for Florida East Coast Railway 


Frank W. Gwathmey for Atlantic Coast Line Railway 
Co.; Georgia Southern & Florida Railway Co.; Mobile 
& Ohio Railroad Co.; Central of Georgia Railway Co.; 
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Nashville, Chattanooga & St. Louis Railway; Cincinnati, 
New Orleans & Texas Pacific Railway Co.; Seaboard Air 
Line Railway; Southern Railway Co., and Illinois Central 
Railroad Co. 

William W. Collin, Jr., for Cleveland, Cincinnati, Chi- 
cago & St. Louis Railway Co. 


Report of the Commission, 


McCHORD, Commissioner: 

Complainants are commission merchants and dealers 
in fruits and vegetables at Chicago, Ill. The petitions 
attack as unreasonable and unduly discriminatory the 
charges collected by defendants on numereus shipments 
of vegetables, including potatoes in packages, from points 
on the Florida East Coast Railway, in Florida, to Chicago, 

Rates on vegetables from producing points in Florida 
to northern points are made upon a crate basis, the 
through rate being constructed by adding to the propor- 
tional rates from Jacksonville and South Jacksonville, 
Fla., to destination, the proportional rates of the Florida 
East Coast Railway from the points of origin to Jackson- 
ville or South Jacksonville. 

The original complaint has reference to 17 carloads 
of potatoes in hampers shipped from Arch Creek, Dania, 
Deerfield, Fort Lauderdale, Lemon City, Little River and 
Miami to Chicago, Ill., during February, March, April and 
May, 1912. The hampers in which the shipments were 
transported were cone-shaped and measured inside 9% 
inches in diameter at the base, 15 inches in diameter at 
the top, and 15 inches in height. The content of this 
package is slightly in excess of 1,804 cubic inches, or 5 
quarts less than a bushel. 

The tariff of the Florida East Coast, I. C. C. No. 216, 
in effect at the time the shipments moved, contained the 
following provision: 


Rates published herein on vegetables, N. O. S., apply when 
in standard crates 8x14x22 inches or smaller cubical capacity 
estimated to weigh 50 pounds, and also when in crates of 
larger cubical capacity but lighter weight. When in crates of 
larger cubical capacity than 8x14x22 inches and weighing more 
than 50 pounds, there will be a pro rata increase of the weight 
per crate according to the increased size of the crate, regard- 
less of weight, provided that the weight is in excess of 50 
pounds. On vegetables (except eggplant and squash) shipped 
in orange or pinapple boxes apply 200 per cent of the standard 
crate rate as published herein. 

The standard crate specified in the above tariff con- 
tained 2,464 cubic inches, or 666 cubic inches more than 
the hamper that was used in the shipments involved. 
The shipments were charged the rates applicable to vege- 
tables, N. O. S. The weight was ascertained on the esti- 
mate of 50 pounds to the hamper. The tariff carrying the 
item above quoted did not specifically name rates on 
potatoes in hampers. There was in the tariff the follow- 
ing item: 


Rates on potatoes as published in fruit and vegetable tariff 
No. 4, I. C. C. 205, are hereby canceled. Future rates will be 
published in I. C. C. 217, supplement thereto or reissues thereof. 

I. C. C. 217, referred to, names rates on potatoes in 


barrels only. 


It is complainants’ contention that the Florida East 
Coast at the time of the shipment in question had no 
provision in any of its tariffs covering potatoes shipped 
in hampers of the size used. The defendants assert that 
it had been customary for the Florida East Coast to pub- 
lish in its fruit and vegetable tariff under the item “vege- 
tables, N. O. S.,” a list of vegetables to which ratings 
thereunder were applicable; that each year, however, 
new vegetables were grown and offered for shipment for 
the transportation of which commodity rates were not 
applicable because not enumerated in the tariff. In order 
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to avoid the revision of the list in the tariff every time 
a new vegetable was offered for shipment, the enumeration 
of the vegetables included in the item “vegetables, N. O. 
S.,” was eliminated. This, it is contended, had the effect 
of making the commodity rate applicable to all vegetables 
with respect to which there was no specific provision in 
the tariff. It was also contended that on account of cer- 
tain changes in rates on potatoes in barrels to eastern 
points it was found impracticable by the Florida East 
Coast to publish rates on potatoes in barrels in the fruit 
and vegetable tariff as had been formerly done, and with 
the rate in the tariff above cited it was intended to advise 
shippers that there was a separate tariff containing rates 
on potatoes in barrels. The note in question, in our opin- 
ion, had the effect of canceling all rates named on pota- 
toes in tariff I. C. C. 216. Rates on this commodity could 
be found in I. C. C. 217, which carried rates on potatoes 
in barrels only. Turning now to the tariff carrying the 
item “vegetables, N. O. S.,” we find rates on crates of 
specific dimensions. No rates were presented for shipments 
of potatoes in hampers. It is conceded that potatoes are 
vegetables, and under a proper tariff provision might 
be included in the term “vegetables, N. O. S.” It follows 
from this, we think, that the rating provided for vege- 
tables, N. O. S., was not applicable to potatoes shipped in 
hampers of the dimensions used in this case. 

In view of the fact that the rates charged were not 
applicable under the tariffs of the defendants, it becomes 
necessary to determine what would have been a reason- 
able rate. The hampers used in making the shipments 
in question were smaller than the standard crate or pack- 
age, and an estimate of 50 pounds per hamper resulted in 
relatively higher rates than those applicable to shipments 
made in the standard package. One of the complainants’ 
contentions is that the rates collected were relatively 
higher than on potatoes shipped in barrels from and: to 
the same points. Taking Miami as a point of origin, the 
rate charged per hamper was 61% cents, which is equiv- 
alent to $1.23 per 100 pounds on an estimate of 50 pounds 
per hamper. The rate on potatoes in barrels from Miami 
to Chicago was $1.33 per barrel, equivalent to 71.8 cents 
per 100 pounds. The defendants contend that the barrel 
rate is maintained under conditions of intense competition 
which do not operate with respect to shipments of potatoes 
in hampers from and to the points in question. It is 
further stated that no potatoes are shipped in barrels 
from the points of origin herein involved, and the further 
contention is made that the hamper used is a fragile 
package, resulting in numerous claims for loss and dam- 
age which do not arise when shipments are made in 
barrels, 

We are of the opinion, after considering all the facts 
of record, that the dissimilarity of circumstances and con- 
ditions surrounding the transportation of potatoes in bar- 
r3ls and in hampers fairly warrants some difference in 
rates. We are of the opinion and find that the rates 
charged on the shipments involved were unreasonable to 
the extent that they exceeded charges which would have 
accrued, based upon actual weight of the shipments trans- 
ported subject to a carload minimum weight of 20,000 
pounds and at rates per 100 pounds represented by the 
rate per crate charged raised to a 100-pound basis. 

We further find that complainants made the carload 
shipments herein referred to and paid charges thereon 
at rates herein found unreasonable, and that they are 
entitled to reparation thereon, computed on the basis of 
the finding herein made. The amount of reparation due 
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each complainant cannot be determined on this record. 
Complainants should submit a statement showing the date 
of movement of each car, the route of its movement, 
the number of crates contained in each car, the weight 
upon which charges were paid, the amount paid, and th: 
amount of reparation claimed. This statement, with the 
freight bills, should be submitted to the defendants for 
their check respecting dates of ovement, number of 
cars, weights, etc. As soon as the defendants have made 
their check the complainants should forward the state- 
ment to the Commission, together with the paid freight 
bills, when the matter of issuing an award of reparation 
will have further consideration. 


The subcomplaint brings in issue rates on 16 cars 
of mixed vegetables, consisting of beans, cucumbers, egg 
plants, peppers, potatoes, tomatoes and squash, shipped 
from Boynton, Fulford, Pompano and Miami to Chicago, 
Ill., during February, March, April and May, 1911. Florida 
East Coast Railway tariff, I. C. C. No. 205, effective May 
30, 1910, and in effect when the shipments in question 
moved, provided as follows: 


Rates published herein on vegetables, n. o. s., apply on the 
following vegetables when in standard crates, 8x14x22 inches, 
estimated to weigh 50 pounds, excess weight and measurement 
over the estimated weight and authorized measurement will 
subject packages to a prorata increase of the rate per crate 
Beans, beets, carrots, cauliflower, corn, cucumbers, eggplant 
lettuce, peppers, potatoes, turnips and squash. On vegetables 
(except eggplant and squash) shipped in orange or pineapples 
boxes, apply 200 per cent of the standard crate rate as pub- 
lished herein, 


The shipments were packed in 5,000 hampers and 
2,738 crates. The hamper used was of the same size as 
that used in the shipments considered in the original 
complaint. The crates varied in size. Some of them 
were larger and some smaller than the standard size and 


some of them were of the standard size prescribed in 
the tariff. At the time of movement the rates to Chicago 
per standard crate were as follows: From Boynton, 59% 
cents; from Fulford and Pompano, 60% cents, and Miami, 
61% cents. The total estimated weight of the shipments 
was 299,943 pounds, upon which estimated weight freight 
charges were collected at destination. The shipments 
were weighed on Illinois Central scales at Chicago and 
the weight shown there was 287,310 pounds, or a differ 
ence of 112,633 pounds. It is about this remarkable dif- 
ference in weights that the controversy in this case cen 
ters. Much of the evidence relates to the size of the 
packages in which the shipments were made. Defendants 
contend that the estimate of 50 pounds per crate pre- 
scribed in the tariff was the minimum weight per package. 
This we find is not the fact. The tariff did not make 
50 pounds the minimum weight except for standard-size 
crates. In this view of the case it would appear that 
the question presented is one of overcharge arising from 
erroneous weights. The defendants contend that the 
crates or hampers of smaller size than that prescribed 
in the tariff were used by shippers for their own purposes 
and that it would be unjust to award reparation based 
on actual weight. The fact is that these carriers col- 
lected charges for over 100,000 pounds of weight more 
than they transported. There is no justification for this 
in the record. 

We find that the complainants made the shipments 
herein referred to and paid charges thereon at weights 
which we have found to have been excessive. We fur- 
ther find that the charges that were collected were un- 
reasonable to the extent that they exceeded charges based 
on the actual weight subject to a carload minimum weight 
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of 20,000 pounds, and rates per 100 pounds equivalent 
to the rates per crate raised to a 100-pound basis in effect 
at the time the shipments moved. On this record, how- 
ever, no award of the amount of reparation can be made. 
The complainants in this case should prepare a statement 

owing date of each shipment on which reparation is 

aimed, the character of the shipments and containers; 
the actual weight of each shipment; the route of move- 
ment and the amount of reparation claimed. This state- 
ment, together with the freight bills, should be submitted 
to the defendants for their check and agreement as to 
dates, weights, routes, etc. When the statement so checked 
has been received by the Commission, together with the 
freight bills, the matter of issuing an award of reparation 
will have further consideration. 

It is clear from this record that the “vegetable N. O. 
S.” provision of the Florida East Coast tariff is vague and 
indefinite. It appears that it is impracticable for shippers 
in Florida to weight vegetables at the various points of 
origin. The estimated weight seems to be a convenience 
for both the shipper and the carrier. An estimated weight 
should, however, bear some close relation to the actual 
weight. Where the estimate is about one-third more than 
the actual weight it is manifest that there is something 
radically wrong with the estimated weight. The facts are 
not before us in sufficient detail to enable us to prescribe 
for the future the size of the crate that should be used 
for the standard vegetable shipments or to prescribe a 
minimum thereon. The Florida East Coast should reform 
its tariff along lines that will prescribe a standard pack- 
age, a minimum weight, and a weight per package that 
will approximate actual weight and with certainty pre- 
scribe charges that will be made on excess weight above 
that named for the standard package. If this is not done 
within 90 days, the matter may again be called to our 
attention, when further proceedings will be had with a 
view to prescribing a proper tariff provision. 

There is one other -phase of the case that remains to 
be considered. The complainants allege that the through 
-rates charged on the potatoes were higher than the com- 
bination of intermediate rates. We do not find that 
under the tariffs in effect at the time that there was any 
combination of intermediate rates that made lower rates 
than were charged. 

In Florida Fruit & Vegetable Shippers’ Asso. vs. A. C. 
L. R. R. Co., 22 I. C. C., 11 [Traffic World, Dec. 9, 1911, 
p. 891], we held that the rates on vegetables from pro- 
ducing points on the Florida East Coast Railway to Jack- 
sonville, when for beyond, were unreasonable, and pre- 
scribed rates on a lower basis than were applicable at 
the time the shipments moved. These lower rates were 
published in Florida East Coast Railway tariff, I. C. C. No. 
223, effective Dec. 6, 1912. It may be that these com- 
plainants have a claim for reparation based upon the 
rates found reasonable in the case cited in addition to 
the amount herein found. The Florida Fruit & Vegetable 
Shippers’ case is now in the Supreme Court of the United 
States, where it is pending on appeal. No award of rep- 
aration can properly be made at this time on basis of the 
rates therein prescribed. Complainants, however, have 
the right to file claims for reparation on the shipments 
herein involved on the basis of rates found reasonable 
by the Commisison in the case above cited, and such 


claims may be disposed of after final disposition of that 
case, 
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1. & S. DOCKET NO. 247 OPINION NO. 2425 
(28 I. C. C. Rep., P. 269) 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN RATES BY CAR- 
RIERS FOR THE TRANSPORTATION OF BUILD- 
ING STONE BETWEEN SANDSTONE AND BAN- 
NING, MINN., AND KANSAS CITY AND OMAHA. 


Submitted July 15, 1913. Decided Oct. 7, 1913. 
Respondents published joint commodity rates on building, curb- 
ing and paving stone from Sandstone and Banning, Minn., 
to Kansas City, Omaha and other Missouri River points, and 
provided in their tariffs that upon request therefor they would 
establish rates no higher from intermeiete voints. TTvon 
request for the establishment of such rates from an inter- 
mediate point, respondents filed cancellation of the rates 
from Sandstone and Banning; Held, That respondents have 
failed to show that the resulting increased rates would be 
reasonable; that the existing rates are, and for the future 
will be, reasonable; and that respondents should establish 
rates no hieher from intermediate points upon proper re- 
quest therefor. 
John F. Finerty, Jr., for Great Northern Railway Co. 
J. N. Davis for Chicago, Milwaukee & St. Paul Rail- 
way Co. 
R. G. Brown for Chicago, Rock Island & Pacific Rail- 
way Co. 
Lightner & Young for Drake Marble & Tile Co. and 
C. H. Young Co. 
T. A. McGrath for St. Paul Association of Commerce 


and Drake Marble & Tile Co. 
Report of the Commission. 


CLARK, Chairman: 

On protest of C. H. Young Co. and Drake Marble & 
Tile Co., dealers at St. Paul, Minn., in building stone and 
other articles analogous thereto, the Commission sus- 
pended to Feb. 13, 1914, items Nos. 9 and 12 to West- 
ern Trunk Lines tariff, I. C. C. No. A-364. 

This tariff contained rates on building, curbing or 
paving stone from Banning and Sandstone, Minn., to 
Kansas City, Mo., and other Missouri River points 12 
cents and to Omaha 11 cents per 100 pounds. It also 
contained a provision that by authority of rule 77 of 
the Commission’s Tariff Circular 18-A, these rates were 
not made applicable from all intermediate points, but 
that upon reasonable request therefor rates no higher 
would be established on short notice from any interme- 
diate point. The suspended items propose to cancel these 
rates. 

Sandstone is local to the line of the Great Northern, 
about 63 miles south of Duluth. The only dealer in 
stone located at that point is the Kettle River Co. Ban- 
ning is local to the Northern Pacific Railroad and is situ- 
ated cross-country from Sandstone. 


Some time prior to July 1, 1908, the Kettle River Co. 
made application to the Great Northern for the estab- 
lishment of a commodity rate on paving blocks to Kan- 
sas City. Thereupon the Great Northern established the 
rate of 12 cents and, allegedly in error, made it also ap- 
plicable to building stone. There has been no movement 
of building stone frorn Sandstone to Kansas City, and 
within two years no movement of paving blocks. Ship- 
ments from Sandstone could be routed via Sioux City in 
connection with the Chicago, Burlington & Quincy and 
Chicago & Northwestern, and also via the St. Paul gate- 
way in connection with any of the St. Paul to Kansas 
City lines. The Great Northern has a haul of 360 miles 
from Sandstone to Sioux City, but its haul to St. Paul 
is but 97 miles. It therefore receives a better division 
of the rate via Sioux City than via St. Paul. 
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On Jan. 13, 1913, the St. Paul Association of Com- 
merce asked that the carriers be urged to recognize the 
clause relative to rates from intermediate points and 
establish a 12-cent rate on building stone from St. Paul 
to Kansas City. This request was brought te the atten- 
tion of the chairman of the Western Trunk Line Com- 
mittee, who, as joint agent for the carriers, published 
and filed the tariff. Instead of recognizing the provision 
as to the establishment of intermediate rates, the car- 
riers, admittedly, filed proposed cancelation of the rates 
from Banning and Sandstone, expressly for the purpose 
of preventing their application at intermediate points. 


It is alleged that this request called to the atten- 
tion of the carriers the fact that the commodity rates 
from Banning and Sandstone on building stone were still 
in effect, and on inquiry it was found that there was no 
movement thereunder. Inquiry was made of the Kettle 
River Co. as to whether or not it desired the 12-cent rate 
on building stone continued in effect, and that company 
replied that it had made no shipments of building stone 
from Sandstone to Missouri River territory or Omaha, 
and did not see any reason why the rate should be con- 
tinued in effect. 


Respondent Great Northern Railway Co. takes the 
position that the clause in reference to the establishment 
of rates from and to intermediate points does not place 
upon the carriers the obligation of establishing the same 
or a lower rate from intermediate points, but is simply 
the permission of the Commission to establish such rates 
under authority of the Commission on one day’s notice 
to the public and to the Commission. It therefore de- 
clined to submit any testimony as to the reasonableness 
of the class rates from Sandstone and St. Paul to Kan- 
sas City, which are 19 and 17 cents per 100 pounds, re- 
spectively, on the ground that as to the Sandstone rate 
the fact that there is not and has not been for a con- 
siderable period any movement thereunder is sufficient 
justification for the cancelation of the commodity rate, 
and as to the St. Paul rate, because it is not interested 
in traffic from St. Paul to Kansas City. The Great North- 
ern feels that unless protestants can demonstrate an 
interest in the rates from Sandstone and Banning and 
desire the establishment of a 12-cent or lower rate from 
St. Paul to Kansas City, that issue must be brought to 
the attention of the Commission in an appropriate pro- 
ceeding, complaining of the unreasonableness of the 17- 
cent class-E rate from St. Paul to Kansas City. It con- 
tends that protestants, located as they are at St. Paul, 
have no interest in the rates on building stone from 
Banning and Sandstone, and that the reasonableness of 
the rate from St. Paul to Kansas City is not in issue in 
this proceeding. The distance tariff rate of the Chicago 
Great Western from St. Paul to Kansas City is 16 cents. 

The position taken by the Great Northern is not 
tenable. Rule 77 of the Commission’s Tariff Circular 
18-A was adopted solely as a feasible and economical 
plan under which commodity rates might be published 
from known points of production or to known points of 
consumption without also publishing commodity rates 
from or to all intermediate points, which perhaps, or 
even probably, would never forward or receive shipments 
of that commodity. The carrier that adopts this means 
of relief from the long-and-short-haul provision of the 
act is, however, required to provide in its tariff, as did 
these respondents in this instance, that upon reasonable 
request therefor rates will be established on short notice 
from or to any intermediate point which will not be 


Vol. XII, No. 17 


higher than those to the next more-distant point. It con- 
stitutes the consent of the Commission to the use of the 
rule and to the establishment of rates on short notice 
thereunder and in accordance therewith, but it requires 
that the carrier shall incorporate in its tariff the provi- 
sion that upon proper request it will establishe rates 
from the intermediate point in accord with the rule and 
the tariff provision. Manifestly a carrier may not em- 
ploy this rule for the purpose of giving a rate to a point 
which it desires to accommodate or favor, and then when 
it is called upon to accord to intermediate points the 
rates to which, under the law, they are entitled, escape 
its obligation by simply canceling the arrangement. The 
use of this rule and plan for publishing commodity rates 
does not deprive the intermediate points of any of their 
lawful rights, and its incorporation in a tariff is a recog- 
nition of the rights of the intermediate points under the 
long-and-short-haul rule and a published guaranty that 
those rights will be recognized and protected upon de- 
mand. That guaranty must be observed in full and ia 
good faith. 

It is true that the Great Northern is not particularly 
interested in the rates from St. Paul to Kansas City, but 
here we have a joint tariff issued by the joint agent of 
respondents in which they provide the rate from Sand- 
Stone and Banning to Kansas City and agree to establish 
upon request therefor a rate from any intermediate 
point that shall not be higher. They are requested to 
establish the same rate from the less-distant intermedi- 
ate point, St. Paul, and reply that rather than to live up 
to the assurance given them in their tariff they will can- 
cel same. 

The cancelation of the commodity rates has the 
effect of leaving higher rates the only ones applicable. 
It is therefore an instance of increased rates in which the 
burden is upon respondents to prove the reasonableness 
of the increased rates. This they have not undertaken 
to do, except by showing that traffic did not move under 
the lower rates. They allege that building stone was 
included under the commodity rates through error. This 
allegation does not impress us strongly in face of the 
fact that the rates have been in effect for more than 
five years. 

The situation as to the establishment of the 12-cent 
rate from Banning would appear to be—although the 
testimony is not conclusive in that connection, no repre- 
sentative of the Northern Pacific being present at the 
hearing—similar to that in connection with the Sandstone 
rate. The only difference is that in transporting stone 
from Banning to Kansas City the Northern Pacific must 
haul it through St. Paul. 

While respondents have furnished no evidence in sup- 
port of the reasonableness of the increased rates, the 
record shows, and the tariffs on file confirm, the existence 
of the following rates on building stone, in cents per 100 
pounds, applicable via the lines of respondents herein: 


Distance, Rate 

From— To— Miles, Cents 
Duteth, BEimm....se.e Sa, BO scccvisesecnen 564 10 

Se: Peek MO. 6... eNO, MO. 00 deivisdivces 541 1014 
Ce, ils sc ccesaces i. ee: NS Seacasecoe. nn 410 8 

St. Paul, Minn.......< a OED, I on ve she cecsvs 576 10% 
Sandstone, Minn...... Ce See 666 14 
St. Paul, Minn........ meee Cy, FO cece avis 576 17 


The rate of 12 cents from Sandstone or Banning to 
Kansas City being a joint through rate, it necessaril) 
follows that the lines from St. Paul to Kansas City re 
ceive less than 12 cents per 100 pounds for their haul. 
It is generally true that a carrier may reasonably accept 
less than its local rate as its division of a joint rate, and 
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refer to this only as significant when taken in con- 
nection with the apparent indifference toward this case 
on part of the respondents other than the Great North- 

Only two of the St. Paul-Kansas City lines ap- 
eared, and those two contributed nothing in support of 

reasonableness of the increased rates. We attach 
no especial importance to the fact that protestants’ in- 
terest in the rate from St. Paul to Kansas City was 
stimulated by securing a contract for stone to be used 
in a railroad station at Kansas City. 

Respondents have not met the burden cast upon them 
by the statute of showing the proposed increased rates 
to be reasonable. We therefore find that the existing 
rates on building, curbing and paving stone from Ban- 
ning and Sandstone, Minn., to Kansas City, Mo., and 
points taking the same rate, and to Omaha, Neb., and 
points taking the same rate, are and for the future will 
be reasonable maximum rates. We are also of the opinion 
that respondents should at once comply with the request 
that they establish rate on building stone from St. Paul 
to Kansas City not higher than the rate from Sandstone 
or Banning to Kansas City, and hereafter conform to the 
provision of their tariff, and upon proper request there- 
for establish rates from any intermediate point, not 
higher than apply from the next more-distant point. 

An order will be entered in accordance herewith. 


I 





ORDER. 

It appearing, That on April 9, 1913, the Commission 
entered upon an investigation concerning the propriety 
of proposed tariff rates on building stone from Sandstone 
and Banning, Minn., to Kansas City, Mo., and Omaha, 
Neb., and other points grouped therewith, named in cer- 
tain items in supplements 9 and 12 to Hosmer, agent’s 
tariff, I. C. C. 364, and ordered that the rates named in 
the items designated be suspended until Aug. 13, 1913; 
and that, by order of July 23, 1913, the rates were fur- 
ther suspended until Feb. 13, 1914; and it further appear- 
ing that a full investigation of the matters and things 
involved has been had after hearing upon due notice to 
the parties respondents herein, and that the Commission 
has, upon the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, 
which report is hereby referred to and made a part 
hereof: 


It is ordered, That the carriers respondents herein, 
named as parties to Hosmer, agent’s tariff, I. C. C. No. 
364, according as their lines or routes may run, be, and 
they are hereby, required to maintain and apply for a 
period of not less than two years from and after Dec. 10, 
1913, rates not in excess of their present rate of 12 
cents per 100 pounds for the transportation of building, 
curbing and paving stone in carloads from Sandstone 
and Banning, Minn., to Kansas City, Mo., and points tak- 
ing the same rate. 

It is further ordered, That the carriers respondents 
herein, named as parties to Hosmer, agent’s tariff, I. C.C. 
No. 364, according as their lines or routes may run, be, 
and they are hereby, required to maintain and apply for 
a period of not less than two years from Dec. 10, 1913, 
rates not in excess of their present rate of 11 cents per 
100 pounds for the transportation of building, curbing 
and paving stone in carloads from Sandstone and Ban- 
ning, Minn., to Omaha, Neb., and points taking the same 
rate, 

It is further ordered, That the carriers respondents 
herein, named as parties to Hosmer, agent’s tariff, I. C. C. 
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364, according as their lines or routes may run, be, and 
they are hereby, notified and required to cease and de- 
sist, on or before Dec. 10, 1913, and for a period of not 
less than two years thereafter to abstain, from charging, 
demanding, collecting or receiving their present rate for 
the transportation of building stone from St. Paul, Minn., 
to Kansas City, Mo. 

It is further ordered, That the carriers respondents 
herein, named as parties to Hosmer, agent’s tariff, I. C.C. 
No. 364, according as their lines or routes may run, be, 
and they are hereby, notified and required to establish, 
on or before Dec. 10, 1913, upon not less than five days’ 
notice to the public and to the Commission by filing and 
posting in the manner required by section 6 of the Act 
to regulate commerce, and for a period of not less than 
two years thereafter to maintain a rate which shall not 
exceed 12 cents per 100 pounds on building stone in car- 
loads when transported from St. Paul, Minn., to Kansas 
City, Mo. 

And it is further ordered, That a copy of this order 
be served upon the carriers named as parties to Hosmer, 
agent’s tariff, I. C. C. No. 364, and that a copy of the 
report and order herein be filed with the tariff under 
consideration on file with the Commission. 


PREFERENTIAL TO GEORGIA 





OPINION NO, 2427 
(28 I. C. C. Rep., P. 280) 
OF MONTEZUMA, GA., VS. CENTRAL OF 
GEORGIA RAILWAY CO. ET AL. 


Submitted March 16, 1912. Decided Oct, 7, 1913. 


Upon complaint that freight rates from the Ohio River cross- 
ings, the Virginia cities and eastern cities to Montezuma, 
Ga., are unreasonable, unjustly discriminatory, and in viola- 
tion of the long-and-short-haul rule; Held, That the rates 
complained of are unjustly discriminatory against Monte- 
zuma and dealers thereat, and unduly preferential to Cor- 
dele and Americus, Ga., and dealers thereat. No finding is 
made as to the long-and-short-haul feature of complaint, 
as that question is before the Commission for the entire 
southeastern territory in another proceeding and upon a 
voluminous record, 


Robert B. Blackburn for complainant. 

Merrel P. Callaway for Central of Georgia Railway 
Co.; Southern Railway Co.; Mobile & Ohio Railroad Co.; 
Cincinnati, New Orleans & Texas Pacific Railway Co.; 
Atlanta & West Point Railroad Co.; Western Railway 
of Alabama; Seaboard Air Line Railway; Alabama Great 
Southern Railroad Co.; Nashville, Chattanooga & St. 
Louis Railway; Atlantic Coast Line Railroad Co.; Ocean 
Steamship Co., and Old Dominion Steamship Co. 

William A. Northcutt for Louisville & Nashville Rail- 
road Co. 


CASE NO. 4345 


CITY 


Report of the Commission, 
CLARK, Chairman: 

The city of Montezuma, Ga., complains that the freight 
rates from the Ohio River crossings, Cincinnati, Louis- 
ville, Evansville, Paducah, Cairo, Belmont, etc., from the 
Virginia cities, Richmond, Norfolk, Portsmouth, Lynch- 
burg, Roanoke, Petersburg, etc., and from the eastern 
cities, Boston, Providence, New York, Philadelphia and 
points taking the same rates, to Montezuma are unjust, 
unreasonable, and in violation of the long-and-short-haul 
provision of the act. These rates are alleged to be unjust 
and unreasonable in that they are higher to Montezuma 
than to Americus, Cordele or Dawson, Ga. 

Disposition of this case has been deferred because of 
the long-and-short-haul feature involved, and because that 
question as affecting the whole southeastern territory was 
being presented upon a very voluminous record. There 
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appears to be no reason for further delaying this case, but 
in disposing of it we do not decide any question arising 
under the fourth section of the act. 

Montezuma is located at the crossing of the Central 
of Georgia Railway and the Atlanta, Birmingham & At- 
lantic railroads. Americus is 22 miles southeast of Monte- 
zuma on the Central of Georgia, and is also on the Sea- 
board Air Line. 

Cordele is 32 miles southeast of Montezuma on the 
Atlanta, Birmingham & Atlantic, and is also located upon 
the Seaboard Air Line, the Georgia Southern & Florida 
and the Georgia Southwestern & Gulf roads. 

Dawson is 49 miles southwest of Montezuma on the 
Central of Georgia and Seaboard Air Line roads. Ameri- 
cus is directly intermediate between Dawson and Monte- 
zuma. 

The merchants and dealers at Montezuma come in 
direct competition with those at Americus and Cordele. 
It is admitted that such competition does not exist as be- 
tween Montezuma and Dawson. The class rates, all-rail, 
from the Ohio River crossings, the Virginia cities, and 
the eastern cities to the points in question are as follows, 
in cents per 100 pounds except class F, which is per barrel: 


FROM THE OHIO RIVER CROSSINGS. 


To Americus and Cc ordele— 
CHAM .cceed 3 4 565 f S.4.. dD 
Rate 2% 96 78 65 52 37 42 33 29 

To Montezuma— 
¥ 9 


tie 2 f s & £4 A 2. Ce 
aa 128 112 100 83 68 55 4 47 36 31 
FROM THE VIRGINIA CITIES. 


To Americus and Cordele— 
CORRS sccoe J 2 3 4 
Rate os ft TTS 

To Montezuma— 

Ce caine 2 3 4 6 6 . ££ 2 = 
Rate 3 93 79 65 54 42 45 35 30 60 


FROM THE EASTERN CITIES TO AMERICUS A) 
CORDELE. 

Sea-and-rail via Virginia ports or Savannah— 

Ciaee véeew I 2 3 4 6 ca SS OS 

Rate 105 93 83 68 56 44 36 48 40 39 58 
Sea-and-rail via Brunswick— 

Class 1 2 3 4 5 ; AO 4 2 BB 

Rate D0 89 80 66 54 42 34 46_38 37 56 
All-rail— 

Class 1 2 3 4 5 A. © | 2 

Rate 117 103 92 76 62 49 41 53 45 44 64 68 


FROM THE EASTERN CITIES TO MONTEZUMA. 


Sea-and- -_ via. ve <2 or Savannah— 
Class .. 4 er 8 D>: 2 uw 
Rate "195 111 98 81 67 54 46 656 43% 41 67 #73 173 
Sea-and- -rail via. ont tty Wa 2 
Class .. 1 3 a > Ae ae a oh Oe. 
Rate ..120 107 95 19 65 52 44 54 41% 39 65 71 69 
All-rail— 
ee , 4's “SS £°R C - a ow 
Rate ..137 121 107 89 73 59 51 61 48% 46 73 81 83 
*Class F, from Boston and Providence to Montezuma via 
Virginia ports 85.5. 
7Class F, from Boston and Providence to Montezuma, 95.5. 


cE: sie. ~ ae 
3 45 37 36 55 


The fact that from some territories or points of origin 
the rates under class F are lower to Montezuma than to 
Americus and Cordele is not explained. 

In general the rates to interior points in this territory 
are made up of the rates to the nearest so-called basing 
point plus the local or fixed arbitrary rates from such 
basing point. Americus and Cordele come within the 
class of basing points. The rates to Montezuma are made 
by adding to the rates to Americus or Cordele certain 
differentials on shipments from the Ohio River crossings 
or from the eastern cities and the local rates on ship- 
ments from the Virginia cities. A basing point is de 
scribed by defendants’ witness as “Where there is con- 
siderable freight.” 

Montezuma is somewhat nearer to the Ohio River 
crossings and the eastern cities than either Americus, 
Cordele or Dawson. It is practically the same distance 
from New York via the port of Savannah as is Americus. 
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It is 32 miles farther from Savannah than is Cor 
These differences in distance on hauls ranging from 
to 1,000 miles are negligible. 

The Central of Georgia, in hauling freight via Maco 
moves it through Montezuma to Americus and Dawso 
The Atlanta, Birmingham & Atlantic, in moving freight yi; 
Atlanta or Birmingham, hauls it through Montezuma to 
Cordele. The Seaboard Air Line from, Savannah to M: 
gomery passes through Cordele and Americus and, as ! 
been seen, the rates to these points are the same. 1 
line, with its connections, forms a route via which traffic 
is moved to Montezuma via Cordele. 

Defendants urge that this is distinctively and ess 
tially a long and short haul case. They show that in 1887 
the citizens of Americus built the Americus, Preston & 
Lumpkin Railroad from Americus to a connection with boat 
lines on the Ocmulgee River, thereby giving Americus 
substantial rate reductions, which were not met by the 
Central of Georgia wntil loss of traffic forced it to reduce 
its rates to Americus. 

The Atlanta, Birmingham & Atlantic was constructed 
to Montezuma in 1908. It adopted the rates that it found 
in effect at Cordele and at Montezuma. In Hill & Bro 
vs, N., C. & St. L. Ry. Co., 6 I. C. C., 343, the Commission 
held that rates on grain and grain products from Nach- 
ville, Tenn., should be no higher to Cordele than to Ame! 
icus. It is stated that the Savannah, Americus & Mont 
gomery, the successor of the Americus, Preston & Lump 
kin Railroad, thereupon established to Cordele from al! 
Ohio River crossings and western points the full line of 
rates that was carried to Americus, although this action 
was opposed by connecting lines and, for a time at least, 
the reduction was entirely at the expense of the Savannah 
Americus & Montgomery road. 

It is argued, therefore, that the Central of Georgia 
is in no sense responsible for the lower rates at Americus 
and Cordele; that Cordele is not at all dependent upon 
the Atlanta, Birmingham & Atlantic road for maintenance 
of its low scale of rates, and that neither of the lines 
serving Montezuma can be held responsible for the dis 
crimination against Montezuma and in favor of Cordele 
and Americus. 

None of the carriers reaching Americus, Cordele or 
Montezuma reaches any of the Ohio River crossings, Vir- 
ginia cities, or eastern cities with its own rails. The 
rates complained of are joint through rates between them 
and the several carriers whose lines reach the various 
points of origin involved. Neither of the lines reaching 
Americus, Cordele or Montezuma could establish any rate 
from any Ohio River crossing, Virginia city or eastern 
city without the concurrence of other lines. We cannot, 
therefore, hold that the situation complained of is within 
the control of either of the lines serving Montezuma. It 
is quite probable that Americus and Cordele would re- 
tain the rates they now enjoy if the Central of Georgia 
and the Atlanta, Birmingham & Atlantic should retire 
from the business at those points. This is not, however 
a case of the longer line meeting the competition of th 
shorter line, or of traffic from separated competing field 
of production seeking a common market. There is, 0! 
course, competition of carriers and of markets as b¢ 
tween the East and the West, but these defendants joint]; 
engage in the traffic from the East and the West throug! 
the several gateways, and accord to Cordele and Americus 
lower rates than they give to Montezuma, which, as w: 
have seen, is in close proximity to Americus and Cordele. 
with the difference in distance, though slight, in its favor. 
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, general conditions of transportation cannot be dis- 
nilar. The sole dissimilarity in circumstances is that 

. earriers have refused to reduce the rates to Monte- 

a as has been done at Cordele and Americus. The 

s to Cordele and Americus are admitted by defendants 
compensatory. In the circumstances here presented 

io not think that defendants can justly participate in 
lower rates to Americus and Cordele without regard 

to the discrimination against Montezuma. 

The situation in many of its general aspects is quite 
similar to those considered in Board of Trade of Troy, 
Ala., vs. A. M. Ry. Co., 6 I. C. C., 1; Board of Trade of 
Dawson, Ga., vs. C. of G. Ry. Co, 8 I C. C., 142; Southern 
Grocery Co. vs. G. N. Ry. Co., 12 I. C. C., 229; Chamber 

Commerce, Ashburn, Ga., vs. G. S. & F. Ry. Co., 23 

C., 140 [Traffic World, April 27, 1912, p. 816]; Board 
of Trade of Carrollton, Ga., vs. C. of G. Ry. Co., 28 I. C. C., 
54 [Traffic World, Aug. 9, 1913, p. 321]; Mayor and City 
Council, Vienna, Ga., vs. G. S, & F. Ry. Co., 28 I. C. C., 
73 [Traffic World, Aug. 16, 1913, p. 364], and Lagrange 
Chamber of Commerce vs. A. & W. P. R. R. Co., 28 I. C. C., 
178 [Traffic World, Aug. 16, 1913, p. 366]. 

Upon the whole record we are of the opinion and 
find that the present adjustment of rates from the Ohio 
River crossings, the Virginia cities and the eastern cities, 
as hereinbefore defined, is unjustly discriminatory against 
Montezuma and dealers thereat and unduly preferential 
to Americus and Cordele and dealers thereat, in so far 
as said rates or any of them to Montezuma exceed the 
rates on the same classes or commodities from the same 
to Americus or Cordele. 

A general prayer for reparation is presented, but 
the adjustment complained of is a part of the general 
system in the southeastern territory. The conclusions 
which we have reached will require a new adjustment 
Montezuma is concerned, and as between 
Montezuma on the one hand and Americus and Cordele 
on the other hand, we do not regard the case as one in 
which reparation should be awarded. 

An order will be entered requiring the defendants 
to remove the unjust discrimination and undue prefer- 
herein found to exist. The pending fourth section 
proceeding involving this general territory, together with 
several other cases of the same nature as this one which 
have been recently decided or are now before us will, no 
doubt, require readjustments which it is desirable to 
have made contemporaneously. We shall therefore set 
the effective date of our order herein as Feb. 1, 1914. 


points 


so far as 


ence 


ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof; and the Commission having found in said report 
that in maintaining from Cincinnati, O.; Louisville, Ky.; 
Evansville, Ind.; Paducah, Ky.; Cairo, Ill.; Belmont, Mo., 
ind other Ohio River crossings, from Richmond, Nor- 
folk, Portsmouth, Lynchburg, Roanoke, Petersburg and 
other Virginia cities, and from Boston, Mass.; Provi- 
dence, R. R.; New York, N. Y.; Philadelphia, Pa., and 
points taking the same rates, class and commodity rates 
to Montezuma, Ga., higher than those contemporaneously 
in effect to Americus and Cordele, Ga., from the same 
points of origin, defendants are subjecting complainant 
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and shippers and receivers at Montezuma, Ga., to undue 
and unreasonable prejudices and disadvantages as com- 
pared with Americus and Cordele, Ga., and dealers 
thereat. 

It is ordered, That the above-named defendants, ac- 
cording as their various lines or routes may run, be, 
and they are hereby, notified and required, on or before 
Feb. 1, 1914, to cease and desist from said undue and 
unreasonable prejudices and disadvantages. 

It is further ordered, That said defendants, according 
as their various lines or routes may run, be, and they 
are hereby, notified and required to establish, on or be- 
fore Feb. 1, 1914, upon notice to the Interstate Com- 
merce Commission and the general public by not less 
than thirty days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and for a period of two years after the said Feb. 1, 
1914, to maintain and apply to said transportation, class 
and commodity rates from said points of origin to Monte- 
zuma that shall not be higher than are contemporane- 
ously applied to like shipments from the same points of 
origin to Americus or Cordele, Ga. 


SAYS NASHVILLE IS RESTRICTED 


Arguments were made Monday morning in the com- 
plaint of C. T. Cheek & Sons and others of Nashville, 
Tenn., vs. the Canadian Pacific et al., in which the issue 
is as to the reasonableness of rates on edibles from Cal- 
ifornia terminals, interior California points, Nevada, Utah, 
New Mexico and Oregon. The rate to Nashville is 89 
cents on a 40,000 minimum. The complainants demand 
a 70-cent scale with a 60,000 minimum, such as is made 
into points in competition with Nashville by the trans- 
continental roads, the Illinois Central, Mobile & Ohio 
and the Frisco. The 70-cent rate prevails at Humbolt, 
Jackson, Milan, Memphis, Birmingham, Tuscaloosa, Co- 
lumbus, Paducah, Hopkinsville, Louisville, Lexington, 
Owensboro, Henderson and other points. 

Perkins Baxter, for the complainants, asserted that 
the effect of the lower rate all around Nashville is to 
restrict the trade of the merchants of that city to within 
50 miles of their store doors. He said the situation has 
materially changed since the Commission made its de- 
cision in the first Nashville case. He said that on the 
rate and minimum demanded by the complainants the 
delivering carriers will get more car revenue than they 
receive from the present scale and minimum. 

M. Carter Hall, for the defendants, said that the 
great trouble with the complainants is that they assume, 
first, that the 70-cent, 60,000 minimum is a voluntary one 
because it was not forced by either the federal or a state 
commission. Then they assume that it is a reasonable 
rate and contrast it with the higher rate to back up their 
declaration of unreasonableness per se. He submitted 
that it is not a voluntary rate and that comparison be- 
tween it and the 89-cent rate is not the way to prove un- 
reasonableness, even if such comparison might be ad- 
mitted to show discrimination. 


DENIES REHEARING. 
The Commission has denied rehearing in No. 5060 
and 57 subnumbers, John Taylor Dry Goods Co. et al. 
vs. Missouri Pacific et al., the application having been 


made by the complainants; like action has been taken 
in No. 4053, California Pole and Piling Co. et al. vs.. 
Southern Pacific and related complaints, applications for 
which were also made by complainants. 
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IN THE SUPREME COURT 


SUPPORTS INDIANA COMMISSION 


No. 11.—October Term, 1913. 

William J. Wood, John F. Mc- 

Clure, Frank E. Payne, et al., 
Appellants, 


Appeal from the Cir- 
cuit Court of the 
United States for the 


vs. : g 
District of Indiana. 


Vandalia Railroad Co. 
Mr. Justice Hughes delivered the opinion of the court. 

The bill in this suit was filed by the Vandalia Rail- 
road Co., appellee, to restrain the enforcement of an 
order made by the Railroad Commission of Indiana, on 
Dec. 14, 1906, prescribing maximum freight rates for cer- 
tain intrastate traffic. The ground of attack was that 
the rates so fixed would not yield sufficient revenue to 
pay the actual cost of the transportation covered by the 
order and, hence, that the order violated the Fourteenth 
Amendment of the Constitution of the United States. The 
case was referred to a Special Master, who made a report 
sustaining the contention of the railroad company, which 
was confirmed by the Circuit Court. Decree was entered 
accordingly setting aside the order and permanently en- 
joining proceedings to enforce it. Members of the Com- 
mission, and the shippers on whose petition this action 
was taken (who were made defendants below), prosecute 
this appeal. 

The assignments of error are addressed to the single 
point that the evidence failed to warrant the conclusion 
that the prescribed rates were so ulreasonably low that, 
if they were maintained, the company would be deprived 
of its property without due process of law. 

The Vandalia Railroad Co. is a consolidated corpora- 
tion, organized on Jan. 1, 1905, under the laws of Indi- 
ana and Illinois, pursuant to an agreement made by five 
railroad companies. Of these the Terre Haute and Indi- 
anapolis Co. owned a railroad extending from Indianapolis 
westward to the boundary between the states of Indiana 
and Illinois, and the St. Louis, Vandalia and Terre Haute 
Co. owned a railroad extending from that point to Hast 
St. Louis, Ill. These two lines, forming a continuow 
route between Indianapolis and East St. Louis, consti- 
tuted what was called the St. Louis division of the new 
company. The other lines entering into the consolidation 
were the Terre Haute & Logansport, from Terre Haute 
to Logansport and South Ben, Ind.; the Logansport & 
Toledo, from Logansport to Butler, Ind., and the Indian- 
apols & Vincennes, from Indianapolis to Vincennes, Ind. 
Ind. 

The order applied to that portion of the Vandalia 
company’s road which lay between Indianapolis and the 
western boundary of Indiana, a distance of about eighty 
miles, which originally belonged to the Terre Haute & 
Indianapolis Co. The order was further limited to the 
freight traffic moving on “class rates;” that is, to the 
traffic having its origin and destination on this part of 
the company’s line, which was embraced in the six 
classes of the “Official Classification” as theretofore 
established by the company. The existing class rates 
were found by the Commission to be unreasonably high 
and the maximum rates in question were ordered to be 
substituted as just and reasonable. 

There was no proof of the value of the complainant’s 
property within the state of Indiana or of the return it 
received from its entire intrastate business. Nor was 
there proof of the value of that portion of its road which 
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was affected by the order, or of the return from all of its 
intrastate business upon that part of its lines. No at- 
tempt was made to supply proof of that sort. For all 
that appears, the Vandalia company might enjoy, not- 
withstanding the enforcement of the rates in question, 
ample revenue from its intrastate operations to give it 
a fair return both as to all its lines within the state and 
also as to that portion to which the order referred. 

The total tonnage of all kinds of freight on the eighty 
miles of railroad from Indianapolis to the Illinois boun- 
dary cannot be ascertained from the evidence. The 
amount of traffic moving on commodity rates is not 
shown. It was found by the Master, and it is undis- 
puted, that the gross revenue from the transportation of 
that portion of the traffic which constituted the classified 
intrastate freight, on the described eighty miles of road, 


during the three years prior to the making of the order, 


was as follows: 1904, $79,803.80; 1905, $91,067.56; 1906, 
$102,241.15, and that the gross revenue from the same 
traffic, under the rates prescribed by the Commission, 
would have been in 1904, $52,222.12; in 1905, $60,079.13; 
in 1906, $66;936.99. This would have been a large reduc- 
tion in the gross revenue from that particular traffic 
but it must not be overlooked that the Commission found 
that the former rates were excessive, and the effect 
of this reduction upon the company’s net return was to 
be satisfactorily proved and could not be assumed. 

The conclusion in the court below was reached in 
the following manner: The complainant showed, and the 
Master found, that for the year 1904 the operating ex- 
penses upon the line between Indianapolis and the Illinois 
boundary were 74.50 per cent of the whole earnings 
upon that line from every source, and that after con 
solidation, in the years 1905 and 1906, the operating ex- 
penses of the entire St. Louis division were respectively 
73.03 and 72.64 per cent of the entire earnings of that 
division. These ratios were then applied for the purpose 
of determining the expense of transporting that part of 
the freight whieh ‘moved under class rates between sta- 
tions on the road from Indianapolis to the Illinois boun- 
dary. Thus, it was assumed that, as the gross revenue 
from this classified freight was $79,803.80 in 1904, the 
expense of transporting it was 74.50 per cent of that 
amount, or $59,453.83; that, in 1905, with a gross revenue 
of $91,067.56, the expense was 73.03 per cent thereof, or 
$66,506.64, and that in 1906, with a gross revenue of $102-, 
241.15, the expense was 72.64 per cent, or $74,267.97. 
According to this method of calculation, the revenue 
which would have been received under the order of the 
Commission would have been less than the expense of 
transportation. 

It is plain, however, that it does not follow from the 
mere fact that the total operating expenses of a rail- 
road, or of a division of a railroad, bear a given rela- 
tion to the entire receipts of that road or division, that 
the cost of transportation in the case of a particular 
class of traffic bears the same relation to the revenue 
derived from that class. The ratio, in the first case, is 
found by bringing together a great variety of operations 
involving various rates and different outlays for different 
sorts of traffic. It is predicated of the whole volume of 
business considered as such, and may be far from true 
of some part of it considered separately. It does not 
purport to be an expression of the relative cost of any 
specified part, but simply of that of the entire traffic to 
which it applies. 

How hazardous may be the use of such a ratio to 
determine the relative cost of a fragment of the business 
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is apparent in this case. Thus it appeared that the total 
gross earnings of the complainant’s St. Louis division in 
the year 1905 was $4,750,811.13. Of this, the entire gross 
receipts from the classified freight here in question were 
only $91,067.56, or less than 2 per cent. The expenses 

the division for that year were $3,469,544.81, or 73.03 
per cent of the total earnings as stated. In 1906 the 
earnings of the St. Louis division were $5,480,094.77, and 
the expenses were $3,980,906.90, or 72.64 per cent. These 
amounts embrace interstate and intrastate traffic, freight 
and passenger, and all freight, whether moving on class 
or commodity rates. A large increase or reduction in 
the elass rates on the particular intrastate freight in 
question, the volume of business being the same (as is 
the assumption), would have had a very slight effect 
upon the ratio of cost to earnings based on the entire 
operations. To illustrate: Had the rates on the small 
portion of freight here under consideration been 50 per 
cent higher than they actually were in 1905 and 1906, 
and had the gross revenue on this traffic been increased 
accordingly, the total receipts of the division would have 
been so little enlarged that the ratio of expenses to 
earnings for the entire division would still have been 
about 72.33 per cent and 71.97 per cent in those years, 
respectively. If, on the same amount of traffic, the gross 
revenue from this classified freight in 1905 had thus 
been $136,601.34 instead of $91,067.56, and the above ratio 
were applied to determine the cost of its transportation, 
that cost would be made to appear to be $98,803.74. On 
such a calculation, it would follow, of course, that a re- 
duction of 30 per cent even in such rates would bring 
the revenue on the same amount of business below its 
cost. Again, it is to be observed that had the rates pre- 
scribed by the Commission been in force in 1905 and 
1906, and had other conditions been the same, the ex- 
pense ratios for the whole volume of business of the St. 
Louis division would have been only 73.51 and 73.11 per 
cent, respectively. 

In these circumstances, the ratio of total expense to 
total earnings affords, in itself, no sufficient basis for 
determining the cost of the transportation of the particu- 
lar traffic covered by the order under review. It alone 
furnishes no ground for invalidating the finding of the 
Commission that the existing rates were exorbitant and 
that the substituted rates would be fair. Before such a 
ratio could properly be used in setting forth the cost of 
a specified portion of the traffic, it would be necessary 
to have evidence either justifying the conclusion that 
the cost in proportion to the revenue was substantially 
the same.for that part of the traffic as for the whole, or, 
if there were a material difference, satisfactorily showing 
its nature and extent. 

In defending the use of the method adopted below, 
appellee relies upon the case of Smyth vs. Ames, 169 
U. S., 466. There the legislature of Nebraska had estab- 
lished a classification for all intrastate freight carried 
by railroad and had fixed the maximum rates to be 
charged therefor. With other evidence, the court had 
before it the testimony and exhibits furnished by one 
of the defendants in that case, a secretary of the State 
Board of Transportation and a principal witness for that 
board, who gave the results of his investigations with 
respect to the traffic of each company within the state. 
The ratio of expense to earnings on all business done 
within the state was thus shown, but reliance was not 
placed upon that alone. This witness also testified that 
upon the local business the percentage of expense to 
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earnings would be at least 10 per cent more. We need 
not follow the elaborate analysis of the exhibits in Smyth 
vs. Ames, supra, by which the appellants undertake to 
elucidate the differences between the traffic conditions 
there disclosed and those here involved. It is sufficient 
to say that the case cited cannot be regard as affording 
basis for a contention that a ratio of expense to earnings 
on the entire business of a railroad, or of a division, 
can be taken to show the cost of some particular item or 
class of traffic in the absence of evidence with respect to 
that traffic which would warrant the conclusion that its 
cost in proportion to the revenue therefrom could prop- 
erly be so expressed. 

Every case, as was pointed out in Smyth vs. Ames, 
must depend upon its special facts; and the record in 
the present case is barren of the necessary proof, At- 
tention is called to the expense ratio for the former 
Terre Haute & Indianapolis Co. in the year 1904; that 
is, prior to the consolidation. But this was based on 
the total business of the road and no details are fur- 
nished showing that this ratio could rightly be applied 
to that part of it which made up the classified freight in 
question. There are certain statements with respect to 
the heavier cost of the operation of local as compared 
with through trains, but these statements are clearly in- 
adequate. Local traffic may cost more per unit of freight 
movement than through traffic, but whether it costs more 
in proportion to revenue is another matter. That, of 
course, depends upon the rates charged and is a fact to 
be proved. (Minnesota Rate cases, 230 U. S., 352, 462- 
465; Missouri Rate cases, 230 U. S., 474, 505, 506.) There 
was testimony with respect to the cost of handling freight 
over the platform at the Indianapolis terminal, but this 
fell far short of the showing required, and it appeared 
that of the six classes of freight to which the order ap- 
plied, the fifth and sixth classes, constituting much more 
than one-half in tonnage of the classified freight, always 
moved in carload lots, loaded by the shipper. 

The evidence showed that the class rates on local 
traffic on the line between Indianapolis and the Illinois 
boundary, which were maintained by the Vandalia com- 
pany and condemned by the Commission as unreasonable, 
were higher than the class rates for corresponding dis- 
tances to local stations in Indiana on other lines (in- 
cluding one of the Vandalia company’s divisions) run- 
ning out of Indianapolis to the east and south. It wholly 
failed to sustain the contention that the action of the 
Commission in ordering the reduction complained of 
transcended the limits imposed by the Fourteenth Amend- 
ment. 

The decree is reversed and the case remanded, with 
direction to dismiss the bill without prejudice. 


ARGUE MOTORCYCLE RATES. 

G. M. Stephen and James L. Coleman on Saturday 
morning argued the complaints of the Petmecky Co, et al. 
against the Missouri, Kansas & Texas et al., W. A. Grif- 
fing et al. vs. Chicago & Northwestern and Jenkins & Co. 
et al. vs. the Oregon Short Line. The question involved 
is as to whether the carriers, having voluntarily reduced 
the rates on motorcycles from one and a half times first 
to first shall be required to make reparation to the ship- 
pers of the motorcycles. The defense made the argument 
that there was no testimony showing that any of the 
complainants had been damaged and that none of the 
witnesses had any personal knowledge of the shipments 
alleged or whether the shippers or the buyers of motor- 
cycles had really paid the freight. 
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topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“eun viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


MAKE CHARGES FIT THE LOAD 


Editor THe TRAFFIC WORLD: 

I notice in THe Trarric Wor.p, date October 18, 
page 696, the remarks about the loading of cars. The 
party who wrote this certainly had the same views that 
the writer has had, only he had a better way of ex- 
pressing it. 

The writer is traffic manager of the Sligo Iron Store 
Co., St. Louis, Mo. The quantities that we handle in 
carloads are various, but the main thing would be about 
400 carloads of lumber a year, 500 carloads of coal, about 
the same number of carloads of iron and steel, 200 car- 
loads of horseshoes and many carloads of other com- 
modities. 

Now the writer has noticed the incessant cry for 
more revenue and has particularly noticed the enormous 
fuss and expense the carriers have gone to for a 5 per 
cent increase east of the Mississippi River. 

The writer remembers the time when the minimum 
on a car of coal was 12 tons, and then when it was 15 
tons, and the rate of freight from the Cumberland Pied- 
mont regions of West Virginia, $1.50 a ton to Chicago; 
$1.65 to St. Louis. This was advanced afterward from 
the mine to Chicago $1.65 a ton; $1.90 to St. Louis, and 
again advanced to $1.75 to Chicago; $2.05 to St. Louis, and 
then the minimum advanced to 40,000 pounds, or 20 tons, 
and the advance was again made in the rate from the 
mine to Chicago $2.05 a ton, and $2.50 a ton to St. Louis. 

Now, beginning November 15, the rate is to be $2.15 
to Chicago; $2.60 to St. Louis. The rates have increased 
and the gains have increased, and, not only that, the 
tonnage has increased. I venture the assertion that to-day 
the tonnage is three times as large as it was 15 years 
ago. Now, there might have been, we might say, a just 
cause for asking an increase, but why not have made 
it on the plans suggested by the writer of the article 
referred to above? If $2.50 a ton was a just and equitable 
rate per ton for hauling a car of 20 tons, why would 
not a rate of, say, $3 a ton be just and equitable on a 
car of 15 tons? I would be in favor of discouraging the 
hauling of 15-ton cars. Make tle rate so that they will 
not load the cars that way, and if $2.50 a ton was cor- 
rect for a 20-ton car, why would not $2.40 have been in 
line for a 30-ton car, $2.30 for a 40-tom car, $2.25 for a 
50-ton car? This would have saved a great many cars 
and would have avoided a car shortage, such as is now 
on in the East, and the customer who is continually 
hounding us for the small car would get it, because he 
paid for it, and the party who is liberal in buying the 
large cars would receive the benefit, because he is en- 
titled to it. 

The present minimum will never eliminate the fight 
from our hands. We will always have to fight the cus- 
tomer that insists on buying the minimum. 

The writer of this letter was personally consulted 
by the committee who had in charge the revising of the 





minimum on coal to Pacific coast points, and it was | 
who suggested that it would be entirely satisfactory to me 
to make the minimum 60,000 pounds to Pacific coast points 
regardless of the capacity of the car. Since that the 
fight with our customers has been at an end, and we 
were glad of it. If cars were loaded to their full capa: 
there would less cars move, but the revenue would be 
greater; the expense would be less to the carrier, and 
the profit greater. In other words, I believe with the 
writer of your paper, to make the charges fit the load 
and the writer believes that two units C. L. and L. C. 
are insufficient. As we have it now, we have one unit 
only for a car, which I consider wrong. By loading to 
the full capacity of a car, the carrier sure would sav 
and, of course, the shipper ought to save. The carrier 
should see to it that the shipper got a proportionate 
benefit as well as the carrier. 
Sligo Iron Store Co., 
Carl Hirdler, Traffic Manager 
St. Louis, Mo., Oct. 20, 1913. 


OPENING OF PANAMA CANAL 


Editor Tue TRAFFIC WORLD: 

We in the East are greatly interested in this subject 
because it is one of such far-reaching possibilities which 
will affect every interest in the country and cause a change 
in the traffic map well worth considering and well worth 
preparing for. 

Steamships are building, some new ones being put on 
companies organizing to take advantage of the changes 
which are sure to follow. 

New England is preparing actively and earnestl) 
The state of Massachusetts has appropriated a consid 
erable amount of money for the development of a com 
prehensive and up-to-date system of docks having direct 
track connections with the rail lines terminating her 
Several of these docks are now in use by transatlantic 
lines, and a new and strong impetus has been given to 
the commerce of this port. The appropriation is being 
expended under the direction of a board of port directors, 
gentlemen of the highest attainments and character, who 
are worthy of and enjoy the confidence of the community. 

In addition, a steamship line has been organized and 
has contracted for the building of two fine, up-to-date 
freight carriers, whose capacity and facilities will con- 
stitute the last word in freight carriers. This company 
now has a party of officials on the Pacific coast arranging 
for terminals and connections who report most favorably. 

At a recent meeting held here the Chamber of Com- 
merce, the port directors, steamship and rail carriers, as 
well as shippers, developed the fact that the rail lines 
out of Boston promised their utmost support and co- 
operation, the port directors agreed to aid in every way 
and the representatives of the most prominent industrial 
concerns agreed to use the line to their utmost and to 


exert their influence in every direction. When it is con- 
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ered that New England supplies the Pacific coast with 
ee quantities of goods which now move either all rail 
via New York and steamer, that these goods will 

-e through New England’s port without rehandling 

| at rates which will secure to New England the com- 

d of the markets, we can readily see the importance 

iis move. Heretofore New England has been-a sort 

of back door to New York. New York’s facilities are 
nd the age, the expenses and delays at that point 
such as to make it imperative to seek other gateways, 
Boston is about to take advantage of this situation. 
There is no reason why Boston should not reach as far 
west and north as the rates permit or as the require- 
ments of the traffic demand. The traffic people of New 
England are preparing themselves for the change. So 
keep your eye on New England. There'll be something 





UOivns 


J. D. Hashagen, 
Freight Traffic Manager, American Glue Co. 
Boston, Mass., Oct. 16, 1913. 





RATES TO INTERIOR IOWA POINTS 





Case No. 5241, involving rates to and from points in 
the interior of lowa, was taken up for further considera- 
tion before Commissioner Prouty on October 17. Among 
the appearances entered were Clifford Thorne and J. H. 
representing the Iowa State Board of Rail- 
Commissioners; E. J. McVann, representing the 
Omaha Commercial Club and the Council Bluffs Commer- 
Club; George T. Bell, Sioux City Traffic Bureau; 

F. G. Wright and D. R. Lincoln, Mo. Pac.; H. A. Scan- 
} drett and Elmer H. Wood, Union Pacific; J. G. Morrison, 
+ Chicago Great Western; C. O. Dawson, W. T. Harper, 
} Geo. W. Bramhall, Ottumwa Commercial Association; 
;} A. W. Dowler, Ft. Dodge Shippers’ Association; F. W. 

Lehman, attorney, and E. G. Wylie, commissioner, repre- 

senting Greater Des Moines Committee, Inc.; B. J. Rowe 

and A. P. Humburg, Illinois Central. 

Mr. Thorne presented a map in which the distance 
» across Iowa was represented in rates by 55 cents, and 
} this was divided into three zones, each taking its pro- 
' portion. Some objections were made to this division on 
the part of the carriers, one of them being from S. H. 
Johnson, assistant freight traffic manager Rock Island, 
who made the point that it was much more complicated 
to figure rates on insignificant points than from the 
larger gateways, and this would be an objection to the 


Henderson, 
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plan proposed. 
At the afternoon session the mileage scale was 
taken up, and Mr. Thorne was invited to present his 


objections to the statement of the mileage situation as 
it had been presented to the Commission by the carriers. 
On the claim that the scale called for too much of a 
reduction of revenue per mile, Commissioner Thorne 
called attention to many voluntary rates and Commission- 


made rates which were lower in this territory than those 
which had been proposed by the Iowa commission. The 
s © Tates from Minnesota, approved by the Supreme Court, 
» Were much less, and in Wisconsin and Illinois voluntary 


rates put in foree by the carriers were also lower. He 
made several comparisons of rates, as, for instance, one 
between rates in Illinois and the proposed rates in Iowa, 
A rate for 100 miles, which 
> said had been in force in IDlinois for 30 years, was 
“0.8 cents. The proposed rate for Iowa is 42. A com- 
parison of the rates with Minnesota showed for 50 miles 


on the basis of first class. 


} 
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proposed rates in Iowa, 32; Minnesota, 21.9; 100 miles, 
proposed, 42.1, Minnesota, 32.1; 300 miles, proposed, 77, 
Minnesota, 63. Compared with Wisconsin for 50 miles, pro- 
posed, 32, Wisconsin, 29; 100 miles, proposed, 42, Wis- 
consin, 38.5; 200 miles, proposed, 62, Wisconsin, 50; 300 
miles, proposed, 77, Wisconsin, 66.5; 400 miles, proposed, 
92, Wisconsin, 80. 

Summing up, he insisted that many of the rates put 
in force by the carriers themselves showed rates for 
equal distances much lower than those proposed for Iowa. 

Taking up the second objection of the carriers in 
regard to the relation of classes to each other, especially 
Class A and Class 5, he referred to the Warnock decision 
of the Interstate Commerce Commission, in which the 
schedule of rates proposed, he said, was fairly satisfac- 
tory to the lowa commission. He read long lists of rates 
showing that in general the rates for Class A and fifth 
class were about the same. 

Commissioner Prouty was very much interested in 
this matter, and stated that the Commission had prepared 
a schedule of relations of rate from a large amount of 
data, and had come to the conclusion that the most satis- 
factory relation was that established by the Washington 
commission, which gave the relations for the different 
rates, as follows: 


Class. Per Cent. 
WRN awh heed ocickdi vee ecdvaekeWiwsd ann seewan 100 
IE 6c ces Deke gad bsvheR Wash das bes 8 oOo ees 85 
ROE! giviceVibadddndns nile g¥endbdeseateteeeaen 7 
PONE 6 KEG askSSiaes ch bed che bictabes thes seen 60 
PS EG dis ole So oe Boa d bobs e ondlaeh thiesveeels 50 
Be So eV rede Be sE RR vbh a Foe so 0s08 sd bok eee ees 50 
i co Pebas eb atest tssccaks dxeeeevenveks tear eke 40 
SF 6 cack VEST 4e sete Soot MNeRT Seabees, cece ee 30 
PA tia eds SER woes ded eae edule ad bacet eres 25 
Bh. cece aie niag penne wR Se RRS EU TTeE 20 


The commissioner was in some doubt whether the 
rates for Class A and fifth class were not too low, but 
Mr. Thorne’s contention was that these should be some- 
where from 30 to 40 per cent of first class. 

The commissioner expressed a wish that in revising 
rates the carriers might attempt to secure a definite rela- 
tion between the various classes, which he considered 
would have a very satisfactory bearing upon the solution 
of future rate questions. He said, “If we once establish 
a system of mileage rates that is the end of it. There 
will be no further trouble.” 

In answer to question from Mr. Bell whether this 
list of relations which he had read might be considered 
as the definite expression of the Commission’s opinion 
of what the relation should be, the answer was in the 
affirmative. Mr. Thorne could not see how the Commis- 
sion could get Class A and fifth class higher than 42 per 
cent of first class. 

This entire discussion was more in the nature of an 
informal conference than a hearing. 


NEW REPORT FORMS 


The Commission has set for hearing at 10 o’clock on 
October 27, in Washington, the matter of revision of 
report forms used by it in receiving annual reports of 
carriers and carrier corporations. A tentative draft of a 
revised annual report form has been issued and will be 
submitted for discussion at that time. This draft, it is 
stated, is not final, and should not be considered to re- 
flect in any way the views of the members of the Com- 
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STANDING STILL, WAITING FOR ACCESS TO FREIGHT HOUSE DOOR, 11 A. M. SATURDAY 


This indicates that the railway company is not 
properly equipped and organized to take care of the 
“peak” load presented. Gas, power, electric light and 
telephone companies take care of any peak which may 
be anticipated on the basis of recurring experience. 

Why do not the railway companies do likewise? 

One reason is that the reduction of the “peak” 
can be accomplished by co-operative methods, in which 
shippers must eventually share. Existing “peaks” are 


often unreasonable, due to certain errors of shippers. 

Another reason is that the very existence of a state 
of transition from horse to motor truck delivery in- 
volves an element of uncertainty, which is a bar to 
changes in large freight house investments until a sat- 
isfactory design is determined. The motor truck manu- 
facturers, who have the chief interest in a co-operative 
educational solution of this problem, are making very 
little progress in resolving it. 
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mission. While the matter was in proof it was submitted 
to and considered by a committee of the Association of 
American Railway Accounting Officers, and the Commis- 
sion has had the benefit of various suggestions made by 
that committee, but neither the committee nor the asso- 
ciation represented by it should be considered as having 
approved the modifications and changes proposed. 

Certain matters in the draft are incomplete. Among 
these are the matter of apportionment of operating ex- 
penses to the class of service in which they are incurred. 
Another, the matter of returns to be required regarding 
service and compensation of employes. Suggestions upon 
these matters are particularly invited, though the entire 
report will be subject to review and criticism. All inter- 
ested in the matter are invfted to attend the hearing at 
the time stated and present their views to the Commis- 
sion. Criticisms and suggestions by mail will also be 
received, but it is suggested that these, in order to be 
most helpful, should be made in detail and be accom- 
panied by a statement of the benefits sought to be 
obtained. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

By an order entered September 23 in I, & S. Docket 
No. 277 the Commission further suspended from October 
29 until April 29, 1914, the operation of supplement No. 
1 to Missouri, Kansas & Texas Railway Co. tariff I. C. C. 
No. -A-3541, by which it was proposed to cancel propor- 


tional commodity rates applicable to the transportation 
of straw, C. L., from local stations on the Missouri, Kan- 
sas & Texas Railway in Missouri to Alton, IIl., when 
destined to paper mills at Federal, Ill. 

The operation of this supplement was originally sus- 
pended from July 1 until October 29 by an order previ- 
ously entered in the same docket. 


By an order entered October 17, in I. & S. Docket 
No. 230, the Commission further suspended from Novem- 
ber 1 until May 1, 1914, the operation of certain items 
in Supplement No. 74 to Chicago, Rock Island & Pacific 
Railway tariff, I. C. C. No. C-6948, which provide for the 
cancelation of through rates now in effect and applicable 
to the transportation of grain and grain products, in 
carloads, from points in Chicago, St. Louis and Missis 
sippi River rate territory to stations in Oklahoma located 
on the Fort Smith & Western Railway. 

The operation of these items was originally sus- 
pended from July 5 until Nov. 1, 1913. 

By an order entered October 17, in I. & S. Docket 
No. 232, the Commission further suspended from Nove 
ber 5 until May 5, 1914, the operation of certain items 
in Chicago & Northwestern Railway Co. tariff, I. C. C. 
No. 7423, by which it was proposed to increase rates for 
the transportation of grain and grain products from 
points in Central Freight Association territory to east- 
ern and seaboard points. 

The operation of these schedules was originally su 
pended from July 8 until Nov. 5, 1913. 
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WOULD REQUIRE A FLEET OF TRUCKS 


In a few years this photograph will have a his- 
torical interest. To-day it is a familiar sight. 

Elements of delay in loading and unloading at such 
places as this, and at the home terminals of industries 
which represent the other end of the route for each of 
these many teams, are the conditions which now pre- 
vent a substitution for the horse of the motor truck, 
with its direct economies, and great influence for con- 
servation, through the substitution of gasoline and elec- 


SCRAP IRON, SODA ASH AND ROOFING 


Commissioner Prouty heard three cases at Chicago 
on October 16, involving matters of rates, 

The first case taken up was I. & S. No. 310, on the 
complaint of the Milwaukee Merchants’ & Manufacturers’ 
Association against the C., M. & St. P. This involved 
the question of an advance in rates on scrap iron be- 
tween Chicago and Milwaukee and other points. The 
case for the carrier was developed by O. W. Dynes, 
through the testimony of Grant Williams, assistant gen- 
eral freight agent, C., M. & St. P. He said that the ad- 
vance in rates, which was from 50 cents to 70 cents per 
gross ton on scrap iron, had been made to secure a more 
adequate revenue in proportion to the service performed. 

Commissioner Prouty asked a number of questions 
tending to develop the amount of the gross which was 
made up by absorptions or payments of switching charges, 
since it was contended that the rate was much lower 
for the haul involved than the average revenue of the 
same road for a much longer haul. The commissioner 
also desired to know why the advance was made upon 
the scrap iron alone and not upon pig. One reason for 
this was given in the statement that more pig iron is 
loaded on the company’s own lines than scrap, and there- 
fore there is less absorption of switching charges. Also, 
the scrap is consigned principally to consignees who are 
off the company’s lines, as at South Chicago. 

In the matter of I. & S. 303, which is a complaint 
against the tariff proposing to advance rates on soda 
crystals, bicarbonate of soda, sal soda, sulphurated soda, 
soda ash, etc., from Wyandotte and Detroit, Mich., and 
other points in Central Freight Association territory to 
Canadian points, a considerable array of legal talent was 











tricity for grain as a source Of supply for motive power. 

The horses and mules of the United States to-day 
consume grain worth $1,600,000,000. Electrical enthusi- 
asts anticipate that they can haul the freight of the 
country much cheaper by the use of electricity from 
coal and water power. The persons who will profit most 
by conducting the study and educational work necessary to 
achieve the co-operative progress which will eliminate 
these delays are the manufacturers of motor trucks. 





represented. The reason for the advance, however, was 
quickly disposed of by the statement that it had been 
necessary on account of raises by Canadian lines in order 
to retain the business in their own hands rather than 
have these materials brought to them from the United 
States. 

The third case was No. 6039, the Patent Vulcanite 
Roofing Co. of Chicago against a number of carriers, all 
of whom were represented by O. W. Dynes of the C., 
M. & St. P. It appears that there was 4 commodity 
rating on prepared roofing, which consists of paper cov- 
ered with tar and finished with gravel or small pebbles, 
but none on the same substance when furnished in the 
form of sheet or shingles, the latter taking a fifth class 
rate. What was demanded was an equalization of these 
rates, and it was shown by testimony that the cars could 
be loaded much more fully to capacity by the fiberboard 
boxes containing shingles than with the rolls of which 
it was generally the custom to load only one tier in the 
bottom of the car, since other tiers placed upon them 
would destroy the edges of the material in the roll. 


The commissioner asked attorney for the complain- 
ant, rank A. Larish, how he would be suited in case 
the Commission should issue an order removing the dis- 
crimination, and, in response to this, the carriers should 
remove the commodity rating upon the roofing in rolls, to 
which the reply was made that there would be imme- 
diately made a demand for suspension. 

A large amount of detailed information was brought 
out in the testimony of John Logan, vice-president of 
the complainant company, in regard to the manufacture 
and the use of the two products. 

James F. Dougherty, traffic manager for the Patent 
Vulcanite Roofing Co., gave a statement covering a num- 
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ber of rates tending to show that the rate upon the 
prepared roofing in sheets was excessive as compared 
with other commodities, and especially as compared with 
the prepared roofing in rolls. 


COMMISSION ON CAR SHORTAGE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission issued the following circular on 
October 18: 

Informal complaints to the Commission indicate that 
the annually recurring failure of transportation facilities, 
known as “car shortage,” is again appearing. The Com- 
mission urges on all shippers and all carriers that close 
attention to methods of loading, unloading, moving and 
promptly returning to use the cars now available will 
go far toward making the present supply of cars suffi- 
cient for all purposes. 

In order that thé business of the country may go for- 
ward without interruption, the Commission urges ship- 





pers, both individually and through their associations, to ~ 


co-operate to secure the prompt and full loading of cars 
and their prompt release. One of the chief causes of 
failure of car supply in past seasons has been the un- 
necessary detention of cars by careless shippers and by 
shippers using them for storage purposes. In the general 
public interest, shippers should endeavor to release cars 
at the earliest possible moment, without regard to the 
free time given by the tariffs. 

All the efforts of the shippers will be unavailing, 
however, unless the carriers also use extraordinary meas- 
ures to eliminate all delays chargeable to them. The 
failure of car supply is usually a failure of car move- 
ment. The congestion of terminals is the ever-present 
feature at times of such failure. The Commission there- 
fore urges carriers to make every possible endeavor to 
improve their methods of operation of terminals in order 
that cars may move promptly. Also company material 
should be unloaded with the same despatch that is re- 
quired of shippers. 

The Commission is moved to make this appeal by its 
desire to save both shippers and carriers from the losses 
which are occasioned by failures of car supply, and by 
its knowledge that measures such as are here suggested 
have operated in past séasons to save all concerned from 
heavy losses. 


DEFEND LUMBER RATES 





Arguments were heard October 22 on the complaint 
of the Wausau Development Co. vs. Pere Marquette 
et al., Commissioner Clements presiding, Chairman Clark 
and Commissioner Prouty not being present. The case 
involves an increase in the lumber rates to Benton Har- 
bor group via Chicago from points in Wisconsin and 
Minnesota. 

Counsel for the carriers explained that for several 
years prior to 1911 the rate through all the gateways 
was 16% cents. By reason of a note in a Hosmer 
tariff of June 1, 1911, it was provided that, as to ship- 
ments moving via the Chicago gateway, the rate to 
Benton Harbor group was 14% cents. Counsel claimed 
there was never any adequate reason offered for the 
publication of the note, and, in fact, as soon as the 
attention of the Pere Marquette and the Michigan Cen- 
tral was called to the situation Mr. Hosmer was requested 
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to withdraw the note, which he did in April of the present 
year, which had the effect of increasing the group rat: 
to 16% cents, and it is against this increase that protests 
were filed. The rate from Wausau to Benton Harbor is 
based on Manitowoc; they are local and proportiona! 
rates, and apply not only to business originating in Wis 
consin and Minnesota, but on all business from the far 
West. 

A. E. Solie, counsel for complainants, said the com- 
plaints were filed not only for the Wausau lumbermen, 
but for many others in Wisconsin. Rates were alleged 
to be unreasonable as compared with the rates from 
contiguous territory. Their business has materially ad 
creased since the advance in the rates. The rates from 
interior points are materially out of line, said counsel 
This applies especially to the Benton Harbor group and 
to some few other points, but not to the entire system 
of rates in C. F. A. territory. He challenged the state- 
ment that the rates from Wisconsin lake ports are con- 
trolled by water competition; as a matter of fact, most of 
the traffic is tied up to the carriers and rates are not 
affected at all by such competition. 

As to competition at Cadillac and other lower Michi- 
gan mills, on which stress is laid by defendants, this is 
not in competition at all. It was also charged that the 
supplements complained of were not filed in accordance 
with the requirements of the Commission. They claim 
that they are entitled to reparation on all shipments mov- 
ing from the Wausau group since the increase has gone 
into effect. While they have not, in this complaint, at- 
tacked all the lumber rates from the Wausau group to 
all points in C. F. A. territory, it is their intention to do 
so in the near future. Wausau and the other interior 
points should be entitled to the advantage of their loca- 
tion. 


CHICAGO SWITCHING AGAIN 


The always present and eyer-irritating Chicago 
Switching charge absorption question came before the 
Commission on October 17 in the form of arguments 
on the complaint of the Chicago Board of Trade against 
the Atchison and the other south side carriers. The 
allegation of the complainant is that the refusal of 
the respondents to absorb switching on inbound grain 
shipments results in an undue discrimination against Chi- 
cago grain dealers, and an undue advantage to their com- 
petitors in that they must pay the switching charge, 
averaging about $3.50 per car, unless they have had 
foresight enough to charge it back to the shipper on 
the lines of the non-absorbing carriers. W. H. Hopkins 
appeared for the board of trade and R. VY. Fletcher, of 
the Illinois Central, for all the respondents. 


The latter said that there is no complaint on grain 
other than that for local delivery and delivery to the 
tramp steamers of the Great Lakes. Mr. Fletcher inad- 
vertently said that the Commission has control over the 
latter, but stood corrected when Mr. Wilson called atten- 
tion that they are chartered and are not parties to 
through tariffs. He said that the grain delivered locally 
amounts to only 5,000,000 bushels out of a movement of 
286,000,000 bushels, and is therefore a negligible quan- 
tity except for the fact that on the principle of the 
Lowery switching tariff, the Illinois Central is mulcted 
$118,000 a year, and it has no desire, in fact it is fight- 
ing against the application of the principle underlying 
that tariff to the grain business. Grain, coal and coke 
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are specifically exempted from the operations of that 
tariff. 

“In our innocence we made joint through rates on 
coal from the mines to Chicago switching points of 
destination, upon the express understanding, we believed, 
hat the Chicago, Milwaukee & St. Paul should not de- 
mand more for delivering than it did at the time the 
joint rates were made, but your honors know that we are 
now in a disagreement with that carrier,’ said Mr. 
Fletcher. 

“We bring this grain to Chicago elevators for the 
benefit of the grain dealers and we should not be penal- 
ized on that account. We could deliver at junctions out- 
side of Chicago,” he said. 

“Where would you get the cars?” asked Chairman 
Clark, with a dry smile overspreading his countenance. 
Mr. Fletcher thought that that could be arranged. 

Mr. Hopkins in his argument maintained that the 
carriers bring the grain to Chicago for no other reason 
than that they must do so to assure themselves of control 
over their equipment. 

“The principle on which the Lowery switching tariff 
was made is that the inbound carriers should deliver to 
elevators at their own expense and that the outbound 
carrier should bear the expense of getting the commodity 
to its rails. The eastern carriers absorb switching be- 
cause those which have no elevators announced that they 
would absorb. That forced those with elevators to do 
likewise, else they would get no business. 

Mr. Fletcher argued that the Commission is without 
power to compel the Illinois Central to absorb switching 
except by an order forbidding it to absorb on any com- 
modity without at the same time absorbing on grain. He 
observed to Mr. Hopkins, and the latter agreed, that that 
would not be of any benefit to the grain dealers. 


THE CATTLE-RAISERS’ CASE 


Commissioner Prouty held a hearing in the case, 
I. & S. No. 732, of the Cattle Raisers’ Association of 
Texas vs. M., K. & T. Railway, at Chicago, on October 17. 
This is based on a demand for reparation on account of 
a raise of 3 cents per hundred pounds, made in 1903, 
and in some form or other the case has been before the 
Commission most of the intervening time. 

S. H. Cowan, Fort Worth, Tex., who appeared for 
complainant, in an opening statement said that A. C 
Williams, assistant secretary of the Texas Cattle Rais 
ers’ Association, had checked up statements of the car 
riers which were called for at the previous hearing, and 
that many of the shipments included in this list had been 
admitted by the carriers. As for the balance of them, 
he desired the Commission to make an order, naming an 
examiner to look into the records, and obtain the facts. 
He said that all livestock shipments move on livestock 
contracts and not on waybills. The agent goes with the 
shipment, and his name frequently is the only one appear- 
ing yn the contract, so that in many cases there is no 
record of the actual owner of the shipment. He said 
that about 75 per cent of all the claims included in his 
list had been admitted to be correct, and that probably 
90 to 95 per cent of the claims that were not checked 
are claims in which the owner’s name does not appear 
for the reasons stated. It was impossible to prove the 
cClarm in the ordinary manner in some of these cases. 

A. C. Williams, assistant secretary, presented the 
Statements referred to by Mr. Cowan, and was examined 
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very closely by Commissioner Prouty as to the manner 
in which these statements were made up, what they in- 
cluded, and the exact effect of the checking by the car- 
riers, which had been interpreted as admitting the ship- 
ment. As a result of this questioning Commissioner 
Prouty asked the representatives of each of the defend- 
ant roads whether it would be satisfactory, in case the 
Commission found it necessary to issue an order, for 
this to be done in two separate parts; that is, one order 
covering the claims which seemed to be admitted by the 
road, and the other part left for future determination. 
Mr. Andrews, representing the Santa Fe, was not fully 
informed of the merits of the case, and was rather timid 
about making admissions. Mr. Dickinson, for the Rock 
Island, said that if an order was to be issued he did not 
think it was material whether it was made in one or two 
parts. F. G. Wright, representing the Missouri Pacific, 
made substantially the same statement. 


REVENUES AND EXPENSES 


THE FRAFFIC SERVICE NEWS BURBA U, 
Colorado Building, Washington, D. OC. 
Advance figures as to revenues and expenses of steam 


roads for August, issued by the Commission on Monday 
morning, show a small decrease in freight revenue for 
the month, amounting to $7.19 per mile, compared with 
August, 1912, and increases in expenses so as to bring 
about a reduction of the net operating revenue amounting 
to $47.51 per mile. Passenger, “other transportation” and 
non-transportation revenues increased to such an extent 
that there was an increase in total operating revenue 
amounting to $7.33 per mile. 

The increases in expenses, however, were so great 
that that increase was converted into a loss of net, as 
before set forth. 

Taking into account all income and all expenses, the 
balance sheet shows a loss for the month amounting to 
$53.52 per mile. That covers a mileage of 224,491. 

During the month the expenses were 68.18 per cent 
of the income, as compared with a total percentage for 
August, 1912, of 64.06 per cent. In other words, the 
expenses crept up 4.12 per cent. The increase in income 
per mile was $7.33 per mile, while the increase in ex- 
penses amounted to $54.84 per mile. 

The most significant figures, in the eyes of those who 
have been watching these reports, are those showing the 
fall in the income from freight from $180,597,595.05 to 
$180,538,223.95. That is the first reduction in the volume 
of freight business noted for a long time. The passenger 
business, however, more than made up that deficit, 
amounting to a little more than $60,000. In itself such 
a difference would not amount to anything except for 
the fact that expenses have been mounting faster than 
income. 


REPORT ON BIG FOUR WRECK 


The report of Chief Inspector Belnap on the C., C., C. 
& St. L. wreck, which occurred near Stockwell, Ind., on 
January 7, which resulted in the death of one passenger, 
the injury of 66 others and of four employes; shows that 
it was caused by a defective rail, whose presence, it is 
believed, could have been detected had more careful in- 
spection been given. The train was inspected at Indianap- 
olis, where a stop of 21 minutes was made for a change 
of engines, and at that time everything was reported 
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to be all right. It appeared, however, that the wreck was 
caused by what are termed “thermal cracks” in the sur- 
face of one of the wheels, and which, it is claimed, would 
have been disclosed had there been a diligent inspection 
of the wheels, as their presence, when detected, would 
be such a menace to safety as to have warranted taking 
the wheel in question out of service. It is suggested 
that, in order to avoid a repetition of such accidents, 
more careful inspection should be made of the wheels. 

Attention for this need of added inspection, it is 
claimed, is well developed when the figures covering the 
accidents for the past five years are given anything like 
discriminating investigation; for instance, during the five 
years from 1908 to 1912, both inclusive, there was a total 
of 32,323 derailments from all causes, of which 14,563 
were due to defective equipment, and that out of that 
number 5,222 were due to defective wheels, approximately 
36 per cent of all the equipment accidents. It is also 
stated that of all the derailments 16 per cent were due 
to defective wheels. In closing the report, which is 
accompanied by an expert analysis of the rail and wheel 
conditions, by James E. Howard, engineer physicist of 
the Bureau of Standards, Mr. Belnap says: 

“The statistics above quoted are sufficient to indicate 
the alarming frequency of accidents due to defective 
wheels and the seriousness of the problem confronting 
railroad companies in securing sound wheels and provid- 
ing an adequate system of inspection, which will insure 
that defective wheels will not be placed or remain in 
service, and that worn wheels will be removed from 
service in ample time to provide for the safe operation 
of trains.” 





WESTERN CLASSIFICATION DOCKET 





The following notice was issued on October 10 over 
the signature of R. C. Fyfe, chairman Western Classifica- 
tion Committee: 

“To Member Lines: 

“The docket for the January, 1914, meeting of the 
Western Classification Committee will close Monday, 
Nov. 10, 1913, and this notice is given sufficiently in 
advance to enable all petitioners to have their petitions 
filed before that time, so same can be properly included 
and published therein. Please be governed accordingly.” 

November 10 is therefore the last day for the filing 
of petitions to be included in the docket for consideration 
at the January meeting. The committee requires at least 
30 days for the investigation of petitions and the com- 
pilation, printing and distribution of the docket, which it 
is endeavored to have in the hands of shippers from 
15 to 30 days in advance of the meeting. 


ORDERS OF THE COMMISSION 


The Commission has extended the effective date in 
No. 5080, LaGrange (Ga.) Chamber of Commerce vs. At- 
lanta & West Point et al., from November 15 to February 
1, and of No. 5026, Vienna (Ga.) vs. Georgia Southern 
& Florida, to the same day, in accordance with the de- 
termination expressed in the decision that it would make 
a general investigation into the proper alignment of rates 
made necessary by those orders. 

Rehearing has been refused in No. 4354, Hennepin 
Paper Co. vs. Northern Pacific et al., and No, 4643, Union 
Tanning Co. et al. vs. Southern et al. 
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Dismissal has been ordered in No. 5576, Beiggs ¢ 
Turivas vs. Chicago, Milwaukee & St. Paul et al., the 
complainant having failed to appear. 

Rehearing has been granted in No. 5314, Allentown 
Portland Cement Co. vs. Philadelphia & Reading et al,, 
orders made in that case of June 18 and August 7 being 
annulled and set aside. 

The Public Service Commission of Washington has 
been allowed to intervene in No. 6204, Seattle Shingle 
Co. et al. vs. Chicago, Milwaukee & St. Paul et al. 

Leave to amend its complaint has been granted to the 
Freight Bureau of the Macon (Ga.) Chamber of Commerce 


vs. Central of Georgia et al., No. 5429. 
Orders denying rehearing were issued Saturday in 


the following cases: 
I. & S. Nos. 1 and 8, the Commutation Rate Case. 
No. 4995, Omaha Elevator Co. et al. vs. Wabash 
et al, 


No. 5251, Axel W. Swanson vs. T. P. 
No. 5135, Bagdad Land & Lumber Co. vs L. & N. 
et al. 


No. 4524, Riverside Mills vs. Central of Georgia et al. 


BARLOW APPEARS FOR MONTANA 


mz. C. Barlow and Charles Donnelly argued on the 
complaint of the Retail Merchants’ Association of Montana 
against the Northern Pacific and the Burlington, The 
complainants were not represented, but Mr. Barlow, in 
behalf of the Chicago interests that had intervened, sug- 
gested that the rate situation in the Northwest ought to 
be dealt with. He said Chicago intertsts want through 
rates substantially lower than the combination on Twin 
Cities. 

“Ought the Chicago lines meet the Duluth rail and 
water rates?” asked Chairman Clark. 

“I know that when they do,” said Mr. Barlow, who 
did not want to answer the question, “they do so for 21 
cents, while the local rate is 60 cents.” 


WANT REPARATION ON HARDWARE. 

Another reparation question was brought up in the 
complaint of Yegan Bros., Billings Hardware Co. and the 
Malin-Yates Co., in which O. W. Tong represented the 
Billings (Mont.) merchants who are seeking reparation 
under the Billings Chamber of Commerce complaint which, 
according to the view of Mr. Donnelly, was disposed of 
by stipulation based on the Spokane case. Mr. Donnelly, 
in his brief, suggested bad faith on the part of the com- 
plainants, who ask for $4,099 reparation. He said that 
the stipulation certainly carried with it all parts of the 
complaint. As upholding his view, he cited the fact that 
the three complainants in this demand for reparation are 
the only ones of the 120 complainants in the original 
petition who are asking reparation. He suggested that 
the others believed the stpulation carried with it the de- 
mand for reparation as well as the main part of the 
complaint. 


OFFICIAL CLASSIFICATION COMMITTEE. 

A meeting of the Ocial Classification Committee 
will be held at 143 Liberty street, New York City, on 
November 11, at 10 a. m., and a preliminary meeting wil! 
be held in Chicago at the rooms of the Central Freigh' 
Association, Transportation building, on November 6 
These meetings are for consideration of recommenda 
tions of the committee on Uniform Classification on 
certain uniform classification provisions outlined in 
Docket No. 16. 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 


In this department we shali answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring Immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Bulliding, Washington, D. C. 


Carrier Cannot Defeat Shipper’s Right to Lowest Avail- 
able Route by Constituting Itself Shipper’s Agent. 
Colorado —“A shipment is tendered for transporta- 

tion, and the agent of the railway company makes out 
a bill of lading and inserts in it the route via which the 
shipment is to be moved, without requesting the shipper 
to designate the route, or in any manner ascertaining 
the wishes of the shipper in that regard. The shipper 
signs and accepts the bill of lading under these circum- 
stances. Afterwards it developes that a lower rate was 
available via a route other than the one inserted in the 
bill of lading by the agent of the railway company. The 
shipper not having directed the shipment to be routed 
via the route inserted in the bill of lading, other than 
by his signing and accepting the bill of lading prepared 
and presented by the agent of the railway company, is 
he entitled to the benefit of the lower rate? In other 
words, is the shipper, by the signing and accepting of 
the bill of lading under the circumstances recited, 
estopped from claiming that the shipment should have 
been sent via the route carrying the lower rate?” 

The Commission has frequently held that in the ab- 
sence of routing instructions it is the duty of the carrier 
to forward the shipment via the cheapest available inter- 
state route. When the initial carrier accepts a shipment 
without specific routing instructions from the shipper, and 
when more than one route is available for forwarding the 
same, it should ascertain the wishes of the shipper in 
regard to the particular routing, and if it omits to do 
so, then the duty is imposed upon it to bill and forward 
the shipment via the route that is cheapest to the shipper. 
It is only in cases where the shipper expressly directs 
a particular routing for the shipment that it will be 
assumed that he is relying on his own investigation, and 
not in such cases where the carrier’s agent designates 
the same, 

* * * 
When Does a Carrier Become a Warehouseman? 


Florida.—“When do the duties of a common carrier 
begin as warehouseman? In other words, how long after 
a car is placed for unloading by consignee do the rail- 
road’s duties cease as a common carrier?” 

The law in the various states is not uniform on the 
question as to just when the liability of a railroad com- 
pany as a common carrier ends and when that of a ware- 
houseman begins. Three different rules are recognized 
in the court decisions, familiarly known as the Massa- 
chusetts, New Hampshire and New York rules. 

The Massachusetts rule is to the effect that all that 
could be required of railways was a safe deposit of the 
goods upon the platform or in the warehouses of the 
road at the end of the transit, or a placement of the 
car upon the carrier’s public delivery tracks for unload- 
ing, to await delivery to the consignee when he should 
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call for them, and that from the time of such deposit 
or placement, even without notice by the carrier to con- 
signee, the liability of the former was changed from that 
of common carrier to that of warehouseman. The courts 
of Massachusetts, Georgia, Illinois, Indiana, Iowa, Mis- 
souri, North Carolina, Pennsylvania and South Carolina 
have approved and followed this doctrine. 

The New Hampshire rule holds that the consignee 
should be allowed a reasonable time after the arrival of 
the goods to accept and remove them, without any per- 
sonal notice of arrival being required of the carrier, dur- 
ing which the company should continue under its original 
liability as common carrier for their preservation. The 
conclusion thus reached by the Supreme Court of New 
Hampshire has been followed in Alabama, Arkansas, 
Kansas, Kentucky, Louisiana, Vermont, West Virginia 
and Wisconsin. 

As these two rules were not universally considered 
satisfactory, the court of several states declined to adopt 
the reasoning of the courts in the preceding states, and 
have refused to concede to the railroad companies the 
right to dispense with notice to consignee of the arrival 
of the goods. In New York the law is stated to be that 
if the consignee is present upon the arrival of the goods 
he must take them without unreasonable delay; if he is 
not present, but lives at or in the immediate vicinity of 
the place of delivery, the carrier must notify him of the 
arrival of the goods, and then he must have a reason- 
able time to remove them. This view of the subject 
has also been taken by the courts of Michigan, Minne- 
sota, Mississippi, Ohio, Alabama, California, Tennessee, 
Texas, Delaware, Maryland, Nebraska, Oregon, Washing- 
ton and New Jersey. In these states notice is usually 
necessary to effect the change of character and liability. 

Frequently a well-known and established usage at 
the point of delivery determines the status of a carrier 
or a warehouseman. 

While the uniform demurrage code requires that the 
consignee be notified by the carrier’s agent within twenty- 
four hours after placement of car on public delivery 
tracks for unloading, and that forty-eight hours’ free 
time be allowed for unloading, before any demurrage 
can be assessed, yet these rules have application strictly 
to the matter of demurrage and not to the determina- 
tion of a railroad company’s status as a common Car- 
rier or a warehouseman. 

* * * 
Shipper’s Load and Count Stipulation. 

Ohio—‘“‘Upon arrival at destination, a shipment of 
a commodity in barrels checks two barrels shot. Bill 
of lading covering bears the railroad’s notation, ‘Shipper’s 
load and count.’ To what extend is the railroad liable 
under this provision, both upon interstate and shipments 
entirely within the state of Ohio, and what bearing would 
our proving car seals to have been broken en route have 
upon the matter?” 

Kindly refer to answer to “Illinois,” under the cap- 
tion of “Carrier Not Exempt from Liability Through 
Application of Mere Shipper’s Load and Count Stipula- 
tion,” appearing on page 684 of the March 22, 1913 issue 
of Tue TRAFFIC Wor LD, for a review of this subject. 

The shipment in question being shown to arrive at 
destination with car seals broken would be a circum- 
stance favorable to your contention that the lost portion 
thereof resulted from causes for which the carrier is 
liable, but will not preclude the carrier from the right 


to show the contrary. 
















































































Through Rate in Excess of Combination of Locals. 


IWinois—“In THe TRAFFIC Wor Lp of Oct. 11, 1913, in 
Legal Department, counsel advises ‘Utah’ that combina- 
tion of local rates as outlined by him in his question 
Further, that a specific through rate 
is the lawful rate for a through shipment, even though 


may not be used. 


some combination of rates may make lower, etc. 


“Tariff authority for the application of combination 
rates, in the case of ‘Utah,’ is carried in Tranc-.Con. 
Freight Tariff, 14-B, page 97, item No. 120, issued under 
special permission of the Interstate Commerce Commission, 
No. 24825, of June 4, 1913, to C. C. McCain, agent, Eugene 
Morris, agent, and R. H. Countiss, agent, for and in be- 


half of lines for which they act as agents under powers 
of attorney. The item referred to, No. 120, reads as 
follows: ‘Pending decision in the Spokane Rate Case, 
the Commission permitted carriers operating in territory 
east of Spokane to provide for the alternative applica- 
tion of through rates with combination of intermediate 
rates. In view of this fact, and the further fact that the 
matters involved are now pending in the Supreme Court 
of the United States, the Commission also grants author- 
ity to the petitioning agents to provide for the applica- 
tion of rates as hereinafter specified.’ 

“Special provision in Tariff 14-B, R. H. Countiss’ 
I. C. C. No. 971, contains the following rule: ‘If aggre- 
gate of the intermediate rates makes less than the 
through rates named in this tariff, or as. supplemented, 
the combination rates so made will apply.’” 

On an examination of the freight tariff applicable to 
the shipment in question, we find that the carriers by 
proper authority have a provision therein that makes for 
the alternate use of combination or through rates, as 
the one or the other makes lower, and as a consequence 
the through rate would not be the legal rate to apply 
in accordance with the general rule of the Commission, 
if higher than the combination of locals. Thus “Utah” 
may and can apply the cheaper combination rate of $1.30 
per cwt. instead of the higher through rate of $1.48 
per cwt. 


as ss..- gee etpen eae Shalpaeasseeee : 
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Carrier Acting as Warehouseman Entitled to Storage 
Charges. 


Michigan.—‘“‘In February of this year we shipped, 
consigned to our order, four different consignments to 
a point in Ohio. The consignee did not lift the drafts, 
and finally, after considerable delay, went out of busi. 
ness. Thereupon we ordered the shipments at this sta- 
tion to be returned to our warehouse at Detroit, Mich, 
Upon arrival at Detroit, bills were presented showing, in 
addition to freight charges, a certain storage accumu- 
lated at the Ohio point. A statement of a dealer at that 
point, and a report from one of our own men sent down 
to this point to investigate, developed the fact that ma- 
terial consisting of cast iron, sectional boilers and radi- 
ators was never placed in the freight house. Our repre- 
sentative reported that it was lying along the railroad 
right-of-way. Railroad claims, however, it was lying on 
platform, but acknowledge that it was never placed 
under cover. Claim was filed for cancelation of storage, 
based on the assumption that the material was not 
stored, and if lying along the railroad right-of-way could 
not be subject to any storage charges. Claim was de- 
clined, apparently under tariff regulation, which they 
claim covered the proposition.” 


Upon arrival of the shipment at destination, and no- 
tice thereof to consignee, as was required by delivering 
carrier’s tariff, the legal status of the railroad company 
was changed from common carrier to that of warehouse- 
man. The liability of a warehouseman is that of a mere 
custodian of the goods for the owner, and as such it 
must keep the goods in a safe and suitable place, and, 
failing to do so, would be liable for apy loss which oc- 
curred through its fault or negligence. That is, the car- 
rier’s failure to properly store the goods did not exon- 
erate it from liability, and since the owner could have 
recovered any loss thus incurred, the fault or negligence 
of the carrier did not deprive it of its right to collect 
the storage charges on property held on the company’s 
premises, in accordance with its tariff regulation. 


Docket of The Commission 


Note.—Items In the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 
preceding week. 


October 25—Grand Junction Colo.—Special Examiner Flynn: 
— =e sa peae & Spray Mfg. Co. vs. Ind. Harb. Belt 
. R. Co. et al. 


October 27—Memphis, Tenn.—Special Examiner Boyle: 
er: Eh New Orleans Cotton Exchange et al. vs. L. & N. ** R. 
‘0. 


October 27—Salt Lake City, Utah—Special Examiner Flynn: 
5843—-Salt Lake Mattress & Mfg. Co. et al. vs. A. T. & 9. F. 
Ry. Co. et al. 


October 27—Chicago, Ill—Commissioner Harlan: 

ce hobere & Alton Coal Co. et al. vs. A. T. & S. F. Ry. 
‘o. et al. 

§668—Lumaghi Coal Co, et al. vs. B. & O. S. W. R. R. Ca. 
et . 

5698—Business Men’s League of St. Louis vs. B. & O. S. W. 
R. R. Co. et al. 

l, & S. 237—Illinois-St. Louis coal rates. 

|. & §S. 261—Illinois-Minnesota coal rates. 

2486—Grisholt Machine Co. vs. C & N W Ry. Co. et al. 

SS ree Coal & Supply Co. vs. C. & N. W. Ry. Co. 
elta 

§889—-Furniture Mfrs. Assn. of Grand Rapids, Mich., vs. Ann 
Arbor R. R. Co. et al. 

i eet Mfrs. & Shippers’ Assn. vs. A. T. & S. F. Ry 
‘oO. et al. 


October 28—Washineton, D. C.—Special Examiner Settle: 
5669—Newport Mining Co. vs. C. & N. W. Ry. Co. 
5755—Hayes Mining Co. vs. C. & N. W. Ry. Co. 

= McKinney & Co. vs. M. St. P. & S. S. M. 


October 28—Spartanburg, 9S. C.—Special Examiner Marshall: 
5836—City of Spartanburg, S. C., vs. Caro C. & O. Ry. 
October 28—Louisville, Ky.—Special Examiner Gutheim: 

1, & §. 301i—Rates on ground crude phosphate rock in pack- 
ages from Evansville, Ind., to points in Indiana, Illinois, 
Ohio and other states. 

5508—Louisville Board of Trade vs. L. & N. R. R. Co. 


October 28—Louisville, Ky.—Special Examiner Gutheim: 
6167—Federal Chemical Co. et al. vs. B. & O. R. R. Co, et al. 


October 28—Ogden, Utah—Special Examiner Flynn: 
5689—Lowe, Geo. A., Co. vs. C. M. & St. P. Ry. Co. et al. 
6093—Carroll Bros. vs. Chicago Great Western R. R. Co. et 11. 


October 29—Reno, Nev.—Special Examiner Flynn: 
4231—Nevada Hills Mining Co. vs. Sou. Pac. Co. 
Se Cons. Milling & Trans. Co. vs, P. R. R. Co 
et al. 

5814—Goldfield Cons. Milling & Trans. Co. vs, A. T. & S. F. 
Ry. Co. et al. ‘ 

So Cons. Milling & Trans. Co. vs. Sou. Pac. Co 
et al. 

5608—Goldfield Cons. Mines Co. vs. A. T. & S. F. Ry. Co. et a! 

"a oe Extension Mining Co. vs. C. R. IL & P. Ry 
so. et al. 


October 30—Washington, D. C.: 
6130—Louisiana State Rice Milling Co. vs. M. L. & Tex. R. R. 
& S. S. Co. et al. 


October 30—Cincinnati, O.—Special Examiner Gaddess: 

Fourth Section Applications asking authority to continue 
lower rates on sugar from New Orleans and other points 
taking the same rates to Ohio River crossings, Memphis, 
Tenn., and St. Louis, Mo., than to intermediate stations. 

October 30—Hearing at Washington, D. C.—Commissioner Clem- 
ents: 

4844—In the matter of bills of lading. 
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October 25, 1913 


October 31—New York, N. Y.—Commissioner Marble: 
'5393—National Baggage Committee vs. A. T. & S. F. Ry. Co. 


November 3—Atlanta, Ga.—Special Examiner Mackley: 
|, & & 125—Advances in rates for the transportation of boots 
and shoes from Boston, Mass., and other points to Atlanta. 
1141—Esserman Bros. vs. Sou, Ry. Co. et al. 
1142—J. Kuttner vs. Sou, Ry. Co. 
i61—Bass & Heard vs. Sou. Ry. Co. et al. 
4596—Chamber of Commerce of the City of Augusta, Ga., vs. 
4. C. L. R. R. Co. et al 
542090—Freight Bureau of the Chamber of Commerce of Macon, 
Ga., vs. Cent, of Ga. Ry. Co. et al. 
November 3—Oklahoma City, Okla.—Special Examiner Gutheim: 
i. & S&S No. 286—Wheat rates from Oklahoma points to Mem- 
phis, Tenn., and other points. 
November 3—Chicago, Ill.—Chief Examiner Brown: 
5496—Aatna Powder Co. vs. Wabash R. R. Co. et al, 
5950—Standard Oil Co. (Ind.) vs. Pa. Co. et al. 
5952—W. W. Barnard Co. vs. C. M. & St. P. Ry. Co. 
5870—Marseilles Wrapping Paper Co. vs. C. R, I. & P. Ry. Co. 
et al. 
6033—Central Commercial Co. vs. D. & H. Co. et al. 
6043—Green Bros. Box & Lumber Co. vs. C. & N. W. Ry Co. 
November 3—San Francisco, Cal.—Special Examiner Flynn: 
5958—Leavitt, J. W., & Co. et al. vs. L. S. & M. S. Ry. Co. 
et al. 
5989—Leavitt, J. W., & Co. et al., vs. L. S. & M. S. Ry. Co. 
et al. 
594/—Pvotter Fixtures Co. vs. A. T. & S. F. Ry. Co. et al. 
6004—California Ink Co. vs. Mo., Okla. & Gulf Ry. Co, et al. 


November 4—Chicago, Ill.—Chief Examiner Brown: 

6044—Franklin Steel Works vs. Ore.-Wash, R. R. & Nav. Co. 
et al. 

6057—Dolese Bros, vs. C. & N. W. Ry. Co. et al. 

6064—Squire Dingee Co. vs. C. & E. I. R. R, Co. et al. 

6066—R. H. Hofheinz et al. vs. International & Gt. Nor. Ry. 
Co. et al, 

November 4—Chicago, Ill.—Chief Examiner Brown: 

6137—Rockford Lumber & Fuel Co, vs. C. M. & St. P. Ry. Co. 
et al. 

4938—Tusten Seed & Produce Co., Ltd., vs. Vicks. S. & P. Ry. 
et al. 

5388—Orgill Bros. & Co. vs. Ill. Cent. R. R. Co. 

5537—Anderson Tully Co. vs. Ala. & Vicks. Ry. Co. et al. 

November 4—Oklahoma City, Okla.—Special Examiner Gutheim: 
602i—Crowdus Brothers et al. vs. A., T. & S. F. Ry. Co. 

et al. 

November 4—San Francisco, Cal.—Special Examiner Flynn: 
ouus—Simonds Machinery Co. vs. C. B, & Q. R. R. Co. et al. 
6012—Sloane, W. & J., vs. Sou, Pac. Co. et al, 
6037—Welisch, W. T., & Co. vs. St. L. S. W. Ry. Co. et al. 


November 5—Argument at Washington, D. C 

*5396—Alton Board of Trade vs. C. & A. KR. Co. et al. 
*|, & S. 2649—Kabrication in transit charges. 

*5763—Howard P. Damon et al. vs. Crosby Trans. Co. et al. 


November 5—Atlanta, Ga.—Special Examiner Mackley: 

*6060—Chamber of Commerce Freight B.reau, Macon, Ga., vs. 
Cc. N. O. & T. P. Ry. Co. et al. 

November 5—Oklahoma City, Okla.—Special Examiner Gutheim: 

6068—Oklahoma Portland Cement Co. vs. Ark., La, & Gulf 

Ry. Co. et al. 

November 6—Argument at Washington, D. C.: 

*56/6—springfield Commercial Assn. vs, P. R. R. Co. et al. 

*5513—Bessemer Refining Co. vs, Pa. Co. et al. 

*5524—New York Hay Exchange vs. L. V. R. R. Co. 

*5709—John Nix & Co. et al. vs. Sou. Ry.. Co. et al. 

*5321—F. W. Stock & Sons vs. L. S. & M. S. Ry. Co. 


November 6—Wichita, Kan.—Special Examiner Gutheim: 
il. & &. 308—Rates on canned apples from points in Wash. 
and other states to eastern destinations. 
5830—Wichita Business Assn. vs. K. C., M. & O. Ry. Co. et al. 


November 7—Argument at Washington, D. C.: 

*l, & S. 246—Lake and rail butter and egg rates. 

*5619—S. J. Greenbaum Co. vs, Sou. Ry. Co, et al. 

*5162—Olson Rug Co. vs. A. T. & 8S. F. Ry. Co. et al. 

*5287—Cornie Stave Co, vs. C. R. l. & P. Ry. 

ee ts Refining Co. et al. vs. B. & O. S. W. R. R. Co. 
et al, 


November 7—Wichita, Kan.—Special Examiner Gutheim: 
5978— Wichita Business Assn, vs. A., T. & S. F. Ry. Co. et al, 


November 7—St. Louis, Mo.—Chief Examiner Brown: 
5963—Simmons Hardware Co. vs. Nor. Pac. Ry. Co. et al. 
a sa Lumber Co. vs. M., La. & Tex. R. R. & 9. S. Co. 

et al, 
6014—Condie Neale Glass Co. vs. M. & O. R. R. Co. et al, 
6038—Gulf Lumber Co. vs. Ala. Gt. So. R. R. Co. et al. 
5106—Bott Bros. Mfg. Co. vs. C. B. & Q. R. R. Co. et al. 

November 7—Portland, Ore.—Special Examiner Flynn: 
|. & S&S No, 300—Rates on green fruit from points in Idaho, 

Oregon and Utah to eastern déstination. 
6041—Mitchell, Lewis & Staves Co. vs. Sou. Pac. Co. 
6095—Dallas Lumber and Logging Co. vs. Sou. Pac. Co. 


November 8—Argument at Washington, D. C.: 


*4341—Rhinelander Paper Co. vs. M. St. P. & S. S. M. Ry. Co. 
*5255—G. W. Sheldon & Co. vs. N. Y. C. & St. L. R. R. Co. 


et al 
*5446—Orgill Bros. Co. vs. L. & N. R. R. Co. et al. 
Sn Oliver, assignee, vs. Opelousas Gulf & N. W. Ry. 
Co. et al. 


*5710—Harwood Yancey Young Co. vs. L. & N. R. R. Co. et al. 


November 8—St. Louis, Mo.—Chief Examiner Brown: 
6056—East St. Louis Walnut Co. vs. St. L. S. W. Ry. Co. 
te eoton Grain Co. vs. Terminal R. R. Assn. of St 
uis. 
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6125—Boeckeler Lumber Co. vs. Term, R. R. Assn. of St. 
Louis et al. 
6129—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al 
November 8&—RicHimond, Va.—Special Examiner Thurtell: 
4828—Conquest, P. L., & Son et al. vs. S. A. L. Ry. Co. et al. 
Fourth Section Application Nos, 1573 and 703, 
November 8—Wichita, Kan.—Special Examiner Gutheim: 
a * tae Business Assn. vs. Clinton, Okla. & W. Ry. Co. 
et al. 
Oe eres & Daves Grain Co. vs. Midland Valley R. R, Co. 
et al. 
November 10—Seattle, Wash.—Special Examiner Flynn: 
§991—-Pacific Coast Gypsum Co, et al. vs. Ore.-Wash. R. R. 
& Nav, Co. et al. 
5550—Hardman Hat Co. vs. N. Y. C. & H. R. R. R. Co. et al. 
5674—Downie Pole Co. vs. Nor. Pac. Ry. Co. et al. 
5789—Carpenter-Olwell Lumber Co. vs. Nor. Pac. Ry. Co. et al. 
6007—Norton, H. F., Co. vs, Nor. Pac. Ry. Co, et al, 
4818—Northwestern Woodenware Co. ys, C. M. & Puget Sound 
Ry. Cea. et al, 
November 10—Washington, D. C.—Special Examiner Mackley: 
5374—United States of America vs. R. F. & P. Ry. Co. et al. 


November 10—Kansas City, Mo.—Chief Examiner Brown: 
58/4—W. H. Cox vs. A. T. & S&S F. Ry. Co. et al. 
5881—Helmers Mfg. Co. vs. C. R. lL. & P. Ry. Co. 
2420—Louisiana Central Lumber Co. et al. vs. C. B. & Q. 
3294—-F. G. Krotter Co, et al. vs. C. B. & Q. R. R. Co. et al. 
eae & Sherwood Lumber Co, vs. C. R. lL & P. Ry. 

Co. et al. 


November 11—Kansas City, Mo.—Chief Examiner Brown: 
6612—Wood-Everts Stove Co. vs. C. R. 1. & P. Ry. Co. et al. 
5804—Hammond Bros, vs. C. B. & Q. R. R. Co. 
5805—David H. Clark vs. C. M. & St. P. Ry. Co. 
5884—Laning-Harris Coal & Grain Co. vs. C. & E. I. R. R. Co. 

et al. 
Seg apne Galnenae Iron & Metal Co, vs. A. T, & S, F. Ry. 
So. et al, 


November 11—Helena, Mont.—Special Examiner Gutheim: 
5673—Lindsay & Co., Ltd., vs. Wells, Fargo & Co. et al. 
§825—Lindsay & Co. et al. vs. Northern xpress Co. et al. 
§972—Lindsay-Walker Co. vs. Adams Express Co. 


November 12—Argument at Washington, D. C.: 

*5896—Paducah Board of Trade vs. Ill. Cent. R. R. Co. et al. 

*5897—Paducah Board of Trade vs. Ill. Cent, R. R, Co. et al. 

*5898—Paducah Board of Trade vs. lll, Cent. R. R. Co. et al. 

*i. & S, 238—Kansas-California flour rates. 

*1. & S. 278—Flaxseed rates from Minneapolis, Minn., and other 
points to Kansas City, Mo., Fredonia, Kan., and other 
points, 

November 12—Helena, Mont.—Special Examiner Gutheim: 
5757—Lindsay-Walker Co. et al. vs. Sou. Pac. Co. et al, 
§866—Lindsay-Walker Co. et al. vs. Sou Pac. Co. et al. 

November 12—Kansas City, Mo.—Chief Examiner Brown: 
5808—Caroline Dierks vs. So. Pac. Co. et ai. 

——— City Egg Case Filler Co. vs. C. M. & St. P. 

y. Co. 

5682—Foster Lumber Co. vs, C. & N. W. Ry. Co. et al. 

§957—H. E. Wallingford vs. A. T. & S. F. Ry. Co. et al, 

5527—United Kansas Portland Cement Co. et al. vs, 
& S. F. Ry. Co, et al, 

November 13—Kansas City, Mo.—Chief Examiner Brown: 
6102—Gees, R. W., Commission Co. vs. St. LL & S. F. R. R. 

Co, et al. 


6107—Wyeth Hardware & Mfg. Co. vs. C. Gt. West. R. R. Co. 
6002 “Peycke Bros. Commission Co. vs, Ill. Cent. R. R. Co. 
6005—Standard Grain & Milling Co. vs. C. & N. W. Ry. Co. 
6048-—Kansas City Bridge Co. vs. De Queen & Hastern R. R. 
ee72~ Arkaisas Seent Leaf Lumber Co. vs. St. L. I. M. & Sou. 


November 13—Argument at Washington, D. C.: 

*3151—Manufacturers’ Ry. Co. et al. vs, St. L. I M. 
Ry. et al, 

*5697—National Coffee Co, vs. Sou. Ry. Co. 

*5774—Albert Miller & Co. vs. Grand Trunk Ry. Co. et al. 


November 14—Argument at Washington, D. C.: 

*i, & S. 232—Grain rates in C. F. A. Territory. 

*l. & S. 281—New Orleans, La., storage rules and regulations. 
*5688—Kentucky Distilieries and Warehouse Co. vs, L. & N. 

R. R. Co. et al. 

November 14—Helena, Mont.—Special Examiner Gutheim: 
5882—Northwest Coal Co. vs. Union Pac. R. R. Co. et al. 
6982—Lindsay Waiker Co, et al. vs. C. Bb. & Q. R. R. Co. et al. 


November 15—Argument at Washington, D. C.: 
*5369—.Milburn Wagon Co, vs. Ann Arvor R. R, Co. et al. 
*l. & S. 293—Refrigeration charges on fruits and vegetables 
from Colorado to Kansas poinis, 
*5811—Southwestern Missouri Millers’ Club vs. St. L. & 9. F. 
R. R. Co. et al, 
November 15—Cincinnati, O.—Chief Examiner Brown: 
5855—C. G. Blake Co. vs. M. St. P. & S. S. M. Ry. Co. 
5930—Ferd Brenner Lumber Co. vs. Va. & S. W. Ry. Co. et al. 
November 15—Spokane, Wash.—Special Examiner Flynn: 
5§538—Northern Mercantile Co. vs, Great Nor. Ry. Co. 
5539—Kroll Lumber Co. vs. Great Nor. Ry. Co. et al. 
5569—Holt Mfg. Co. vs. Ore.-Wash. R. R. & Nav. Co. et al 
5582—Ryan & Newton Go, vs. Nor. Pac. Ry. Co. et al, 
na aceteeane Cycle & Supply Co. vs. Spokane Int. Ry. Co. 
et al. 
5621—Kulzer, J. G., vs. Great Nor. Ry. Co. et al. 
November 17—Minneapolis, Minn.—Special Examiner Gutheim: 
6069—Russell Creamery Co. vs. Gt. Nor. Express Co. 


A. T. 


& Sou. 
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November 17—Cincinnati, O.—Chief Examiner Brown: 

*Fourth Section Application No. 703. 

November 17—Roswell, N. M.—Commissiner Clements: 

*5571—State Corporation Commission of N. M. vs. A. T. & S. 
F. Ry. Co. et al. 

ae Commercial Club et al. vs. A. T. & S. F. Ry. 
o. et al. 


November 20—Albuquerque, N. M.—Commissioner Clements: 

*5571—State Corporation Commission of N. M. vs. A. T. & 9. 
F. Ry, Co. et al. 

a a a Commercial Club et al. vs. A. T. & S. F. Ry. 
oO. et al. 


DIGEST OF NEW COMPLAINTS 


No. 6217. California Fruit Growers’ Assn. et al. vs. Alabama 
Great Southern et al. 

Excessive, unjust and unreasonable rates and minimums 
on deciduous fruits from Oregon and Washington points to 
Denver, Colo., St. Louis, Chicago, New Orleans, Philadelphia 
and New York. Cease-and-desist order asked for, a re- 
duction of the minimum from 26,000 to 20,000 pounds, and the 
establishment of just and reasonable rates. 

No. 6218. Commercial Coal Mining Co., Philadelphia, Pa., vs. 
Pennsylvania R. R. et al. 

Excessive charges on bituminous coal from Twin Rocks, 
Pa., to Vineland, N. J., by reason of alleged errors in routing. 
Reparation asked for. 

No. 6219. Johson, B., & Son of Richmond, Ind., vs. L. & 
N. et al. 

Excessive rates on shipments of railroad ties from Ken- 
tucky points to Cincinnati. Reparation demanded. 

No. 6220. Bellamy, George W., et al, R. R. Commissioners of 
Arkansas vs. Missouri & North Arkansas et al. 

Excessive passenger fares on interstate business between 
Helena, Ark., to Joplin, Mo. Demand reasonable rates, not 
to exceed 3 cents per mile. 

No. 6221. Ashland (lll.) Farmers’ Elevator Co. vs. Chicago & 
Alton and the Missouri, Kansas & Texas. 

Against excessive charge on carload of corn from Prentice, 
Ill, to Fayette, Mo. Demand cease-and-desist order and 
reparation. 

No. 6222. Smith, F., & Son, Clinton, Iowa, vs. C. & N. W. 
et al. 

Against the imposition of a lumber rate of 17 cents on ship- 
ment of edgings, trimmings and short ends, not exceeding 
4 feet in length, carload, from Duluth, Minn., to Clinton, 
Iowa, as unjust, unreasonable and unduly prejudicial to the 
citizens of Clinton in that they have tariffs providing for 
lower rates from Duluth and other producing points to points 
in competition. Demand reasonable rates and reparation. 

No. 6223. Tanners’ Supply Co., Ltd., Grand Rapids, Mich., vs. 
Louisville & Nashville et al. 

Excessive, unreasonable and unduly discriminatory rates 
on tanning extracts from Knoxville, Tenn., to Boyne City, 
Sheboygan, Fremont, Grand Haven, Grand Rapids, Holland, 
Kegomie, Muskegon, Petoskey and Whitehall. Asks for the 
establishment of maxima rates and reparation on 683 carloads. 

No. 6224. Irvine Kibbe, Victoria, Texas., vs. Abilene & South- 
ern et al. 

Unjust, unreasonable and unduly discriminatory rates on 
shipments of calves between points in Texas and interstate 
points, and excessive carload minimum. Maxima rates asked 
for and a reduction of the minimum weight from 22,000 pounds 
to 17,000 pounds. r 

No. 6225. Transportation Bureau, Seattle Chamber of Com- 
merce et al. vs. Great Northern Ry. 

Against the present system of switching rates, charges 
and privileges on shingles between Ballard and the Interbay 
districts of Seattle. Cease-and-desist order, the establish- 
ment of maxima switching charges and reparation asked for. 

No. 6226. Hall, D. H., Lumber Co., New Albany, Miss., vs. 
st. L. @ &. F. R. R. Co. et al. . 

Excessive, unreasonable and unjust rates on shipments of 
lumber from Belden and New Albany, Miss., to South Bend, 
Ind., and St. Joseph, Mich. Maxima rates asked for and 
reparation. ; ; 

No. 6227. Hall & Legan Lumber Co., Morton, Miss., vs. South- 
ern Ry. et al. : ee) 

Unjust, unreasonable and unduly discriminatory rates on 
coal, carloads, from points in Alabama to Morton, Miss., the 
through rate being less than to the intermediate point. 
Cease-and-desist order, maxima rates and reparation asked 
for. ~ 

No. 6228. Topeka Traffic Association vs. Alabama & Vicksburg 
R. R. et al. 

Unjust, unreasonable and unjustly discriminatory rates be- 
tween New Orleans, Memphis and points taking the same 
rates to Topeka as compared with rates from the same points 
to other cities and towns in Missouri, Kansas and Nebraska. 
Just and reasonable rates asked for. 

No. 6229. Phoenix Iron & Steel Co., Galveston, Tex., vs. Gal- 
veston, Houston & Henderson et al. 

Unreasonable charges on shipments of scrap iron by reason 
of failure to absorb unloading charges. Cease and desist 
order asked for and reparation. 

No, 6230. American Milling Co., Owensboro, Ky., and Peoria, 
Ill., vs. Chicago, Indiana & Southern R. R. et al. 

Against a rate of 11 cents on carload shipments of screen- 
ings from South Chicago, Ill., to Owensboro. Ask for a rate 
not to exceed 8 cents, and reparation. 

No. 6231. Hall, Luhrs & Co., Sacramento, Calif., vs. Southern 
Pacific et al. 

Unjust, unreasonable and discriminatory rates on sugar, 
carloads, between Sacramento, Calif., and Goldfield, Nev. Ask 
for reasonable rates and reparation. 
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No. 6232. Aegan Steel Boat Co. vs. Michigan Central R. R. 
Co, et al. 

Against storage charges on one engine, due to alleged 
Negiect of carriers to correctly mark shipment and expense 
bius. Reparation demanded. 

~*~ 6233. —— Chair Co., Union City, Pa., vs, Pennsylvania 

- RR. et al. 

Unjust and unreasonable local rates at Union City, by 
reason of failure to supply proper switching facilities for coal, 
lumber and other supplies. Cease and desist order asked for, 
and an order compelling defendants to supply necessary 
switching facilities. 

No. 6234. Summer bros. Co., Newberry; S. C., vs. Southern Ry, 

Against a rate of $2.20 per ton on lump coal from Newcomb, 
Tenn., to Newberry, as excessive, unreasonable and unjust. 
Ask for the establishment of a maxima rate and reparation. 

No. 6235. Topeka Traffic Association, Topeka, Kan., vs. Chi- 
cago, Rock Island & Pacific et al. 

Against a rate of 40c pex 100 pounds on molasses from 
Houma, La., to Topeka, as unjust, unreasonable and dis- 
criminatory. Ask for a rate not to exceed 35c and reparation. 

No. 6236. Sondheimer, E., Co., Memphis, Tenn., vs. St. Louis, 
iron Mountain & Southern et al. 

Against a rate of l4c on lumber from Sondheimer, La., to 
New Orleans, for export, as unreasonable. Ask for a rate 
not to exceed 10c and reparation. 

No. 6237. Massic & Pierce, Inc., vs. Atlantic Coast Line et al. 

Against charges of 26c per 100 pounds on lumber from 
Sessoms to Monaca, Pa., as unreasonavie and unjust and due 
to alleged misrouting. Ask for rate of not to exceed 24%c 
and reparation. 

No. 6238. American Hay & Grain Co., Marietta, O., vs. C. C. ¢, 
& St. L. Ry. et al. 

Against a charge of 28 cents on hay, Ridgeway, .O., to Alta 
Vista, Va., as unjust and unreasonable, due to alleged mis- 
routing. Ask for a rate of 21 cents and reparation. 

No. 6239. Dr. Hess & Clark, Ashland, O., vs. Erie R. R. et al. 

Unjust and unreasonable classification rate and practice on 
stock feed and materials from Ashland, O., to Chicago, IIl., 
Buffalo, Elmira, Binghamton, Jamestown, N. Y., and points 
in Indiana. Ask for a readjustment of the classification and 
rates between the points named. 

No. 6240. Michigan-Ohio-Indiana Coal Assn. vs. B. & O. R. R. 

Against Rule 2 in Coal & Coke Series Tariff I. C. C. No. 459, 
covering provisions for taking care of errors in billing as 
being impracticable, unjust and unreasonable. Ask for hear- 
ing and investigation and the formulation of rules and regu- 
lations which the Commission may deem to be just and 
reasonable. 

pe tn Lansing Co., Lansing, Mich., vs. Ann Arbor R. R. 
et al. 

Unjust and unreasonable rates for the transportation of 
wheelbarrows from points in C. F. A, territory, particularly 
Lansing, when intended for South American ports and routed 
through Mobile and New Orleans, as compared with the rates 
for similar traffic when destined for Cuba. Ask for the estab- 
lishment of rates not to exceed those in effect to Cuba as 
maxima rates to be applied to future shipments. 

No. 6242. United States Glue Co., Carrollville, Wis., vs. C. & 
N. W. et al. 

Unjust and unreasonable rates for the transportation of dry 
glue, in barrels, from Carrollville, Wis., to Canton, N. C. 
Cease and desist order asked for, the establishment of 
maxima rates for the future, and reparation. 

No. 6243. Union Tanning Co., Johnson City, Tenn., vs. Sou. Ry 

Against rate charges for the shipment of tan bark from 
Bristol, from beyond, to Johnson City, as unreasonable and 
— Reparation asked down to the basis of the present 
rate. 

No. 6244. American Hay & Grain Assn., Marietta, O., vs. Pa. 
R, R. et al. 


Unjust and unreasonable charge on shipment of hay from 
Middlepoint, O., to West Huntington, W. Va., due to alleged 
errors in billing. Cease and desist order and reparation 
asked for. 

No. 6245. Miller, Albert, & Co., Chicago, Ill., vs. Northern Pa- 
cific Co., et al. 


Against the operation of Note to F. A. Leland’s Tariff Cir- 
cular covering shipments of potatoes, which places the re- 
sponsibility of furnishing heating facilities, linings, etc., upon 
the shipper, as unreasonable and unjust and discriminatory, 
inasmuch as the note applies in some places and not to 
others. Ask for cease and desist order and the same rules 
to apply at Bethel and Pine City, Minn., to Oklahoma City, as 
apply from Crystal, Minn., to the same point, or such other 
rules as the Commission may think fits best.the situation. 

ee — Tampa Board of Trade, Tampa, Fla., vs. L. & N. 
et al. 


Against a refusal to issue through bills of lading or to name 
through rates on shipments on their lines to Tampa, Fla. 
to be routed via the Mallory S. S. Co., and that the charging 
of the local rates from Mobile, plus the rates from beyond, 
plus the terminal charges at Mobile, exceeds the all-rail rates 
to Tampa from the same points. Ask for the establishment 
of through routes on classes and commodities and maxima 
through rates. 


No. 6248. Yarbough & Bellinger Co. et al. vs. Sou. Ry. Co. 
Ask for the payment of reparation on shipments of coal 
from the Coal Creek region of Tenn., by virtue of the de- 
cision of the Commission in Victor Mfg. Co. et al. vs. Sou 
Ry. Co. et al., Opinion 1601, 21 I. C. C. Report 222. 
No. 6249. Lorillard, P., Co., Marion, N. J., vs, Pa: R. R. et a! 
Asking for the refund of switching charges exacted in con- 
nection with switching of tobacco at Croxton. and Marion, 
which the carriers admit to have been unreasonable and 
unjust. 
No. 6250. Athens Pottery Co., Athens, Tex., vs. Texas & New 
Orleans et al. 
Against a rate of 56 cents on shipments of pottery from 
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Athens to Logansport, La., as unjust and unreasonable. 
Reparation asked for. 

Jo. 6252. es Mayer & Co., Portland, Ore., vs. Nor. 
Pac, et al. 

Unjust and unreasonable rates on shipments of dry goods 
from Portland, Ore., to Seattle, Wash. Maxima rates asked 
for and reparation. 

6253. American Type Founders Co. vs. Nor. Pac. et al. 

Excessive charges on shipments of flat writing paper, from 
\ppleton, Wis., to Spokane, Wash. The establishment of 
reasonable rates asked for and reparation. 


[INFORMALREPARATION ORDERS 


Informal reparation orders to the number of 317, for the 
ek ending October 18, have been issued by the Commission 
various amounts, on account of misrouting by carriers, the 
pplication of unreasonable rates, additional drayage expenses, 
A copy of the order in a particular case or orders cover- 

ng a particular named commodity are on file and may be ob- 





tained on application to the Traffic Service Bureau, Colorado 


Bldg., Washington, D. C., on payment of a small fee. 


PERSONAL 


W. J. McDowell, secretary of the Chicago Section of 
the Electric Vehicle Association, is now connected with 
the Chicago branch of the General Motors Truck Co., 
2241 South Wabash avenue, 





George McDougall has been appointed dairy agent of 
the Cleveland, Cincinnati, Chicago & St. Louis Railway, 
with headquarters at Indianapolis, Ind., succeeding J. E. 
Pierce, resigned. 

M. T. Coogan has been appointed auditor, Ashley, 
Drew & Northern Railway, with offices at Crossett, Ark. 

W. F. Van Norte has been appointed traffic manager, 
Ashley, Drew & Northern Railway, with offices at Crossett, 
Ark. 
Francis B. Choate has been appointed assistant gen- 
eral freight agent, Union Pacific Railroad, with headquar- 
ters at Denver, Colo. 

George P. Steele, for the past three years assistant 
to the general attorney of the Denver & Rio Grande Rail- 
road, has resigned to accept the position of general 
attorney for Pacific jurisdiction, Woodmen of the World. 

P. H. Graus was recently appointed traveling freight 
agent for the Puget Sound Naval Route, whose head- 
quarters are at Seattle. This appointment was given Mr. 
Graus when the Chicago agent was taken over by the 
Alexander H, Erickson Co. Prior to Mr. Graus’ connection 
with the A. H. Erickson Co, he was contracting freight 
agent for the Ward Steamship Co., New York City. At 
present he is traveling through Michigan, Wisconsin, In- 
diana and Minnesota. 

C. Peter Clark has been appointed by the Public 
Service Commission to be chief of its rate and tariff 
bureau. Mr. Clark is the son of Charles P. Clark, for- 
merly president of the New York, New Haven & Hart- 
ford, and has been employed in raiiroad service since 
1876, when he entered the passenger department of the 
New York & New England Railroad. Later he was with 
the Union Switch & Signal Co., and with the Star Union 
line of the Pennsylvania Railroad. More recently he has 
been for ten years second vice-president and general man- 
ager of the Buffalo & Susquehanna. 


C. W. Westbury, who for the last five years has been 
district passenger agent of the Southern Railway at 
Philadelphia, has been promoted to the position of assist- 
ant general agent, with headquarters in Washington, 
D. C. He will be succeeded as district passenger agent 
by S. E. Burgess, now division passenger agent of the 
company at Richmond, Va. 
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ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


IRA Ss. BASSETT. 

Ira S. Bassett, who has been appointed commissioner 
of the Pittsburgh Commercial Club, was the originator 
of the “Made in Pittsburgh” manufacturers’ special train, 
which made its historic trip one year ago. It was one 
































IRA S. BASSETT, 
¢ Commissioner, Pittsburgh Commerce Club. 


of the greatest of trade-boosting tours, as it covered 
more than 5,000 miles and eighteen different states and 
thirty-six cities were profitably visited. The cars, engine 
and practically every detail of the entire equipment were 
made in Pittsburgh. Four special cars were devoted to 
exhibits, which during the trip were inspected by many 
thousand people. One hundred business men, accom- 
panied by their wives, made the tour. Mr. Bassett made 
this trip possible while he was connected with the Cham- 
ber of Commerce as traffic manager, which position he 
held for more than six years. Prior to that time he was 
with the Pennsylvania interests for 11 years. 

As commissioner of the new organization he will 
have charge of the complete workings of the club. Ample 
assistance will be given him to carry out many of the 
booster ideas for which he is noted. The Pittsburgh 
Commercial Club, among its various undertakings, will 
arrange and promote “Made in Pittsburgh” trains and 
booster pilgrimages from time to time. Commissioner 
Bassett is well known, not only in the railroad fraternity 
of Pittsburgh, but among all railroad men of the coun- 
try, as well as by commercial organizations of all the 
leading cities of the United States. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions_are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


ACTUAL SERVICE OF MOTOR TRUCKS 


Some Account of a Few Installations in Chicago, 
with Notes on Conditions to Be Met 
and Results Obtained 


In the course of its series of articles on the service 
of motor trucks in the collection and distribution service 
of large manufacturing and mercantile institutions, atten- 
tion has heretofore been given largely to the manner in 
which the use of a motor truck instead of a horse team 
has worked out in meeting special requirements. In 
the series of which a large installment is given to-day, 
an attempt has been made to relate how the whole prob- 
lem of several large shipping concerns has been handled, 
reference having been had by each to the demands of 
its own particular service. 

In view of the fact that the annual meeting of the 
Electric Vehicle Association is to be held in Chicago on 
October 27 and 28, it has been thought suitable to in- 
clude in the present articles accounts relating more par- 
ticularly, or even exclusively, to the service of electric 
trucks. THe TRAFFIC WoRLD has no desire to “boost” 
one type of truck at the expense of another, nor, indeed, 
is it at all necessary. There is a field wide enough for 
the laborers in the vineyard of the manufacturer of 
either to keep busy for many years, and it will not be 
at all necessary for them to recommend one type of 
truck when the conditions to be met plainly indicate 
the adoption of the other. As a matter of fact, and 
some suggestions of it appear in the following articles, 
the fields for which each type of truck, at least so far 
as present experience goes, is best adapted, are gradually 
becoming differentiated. This fact, as well as very many 
others, indicates that the first requisite to the purchase 
of a motor truck that shall be satisfactory is for the 
purchaser to learn all the ins and outs of his own business. 

It appears, also, that there is no reason to suppose 
that the horse is being driven entirely out of the hauling 
business; but he has had his day and his possibilities, 
capabilities and limitations are well known. It is not 
necessary to enlarge upon them. It is only desirable, 
from the point of view of THE TRAFric WoRLD to indicate 
some of the elements that must be taken into considera- 
tion and to throw as much light as possible on such of 
those elements as may not be at clear to those who 
are seeking to solve the “short-haul” problems. 


BREWERS’ DELIVERY COST REDUCED 


Brewers have an advantage in changing from horse 
to motor truck delivery, in the nature of their package. 
It will roll. The barrel itself and a flat floor make 
a quick loading facility. No mechanical devices need be 
installed to get rapid loading and unloading. Proper or- 
ganization brings about the possibility of getting a truck 
unloaded, loaded again and off on its way quickly, and 





this adds to other economies which the truck makes pos 
sible. 

The Manhattan Brewing Co.’s installation in Chicago 
has brought down cost per barrel for delivery in a way 
which demonstrates the value of its equipment of G. Vy 
five-ton electric trucks. The “For Sale” sign over its 
big stable of high-grade construction tells the story ot 
the company’s faith in the economy and reliability of 
motor delivery, and this faith is founded upon its books, 
which give every item of cost with minute accuracy 
Before inaugurating motor delivery, the company was 
operating from this stable 96 horses and equipment of 35 
wagons. Its main stable was 200x175 feet, a $60,000 in 
vestment, with a yard 150x175 feet. The company is 
planning to supplant this with a building covering much 
less ground, which will be used for garage and other 
purposes, located close to its loading platform, and also 
nearer to its office, which will bring about a saving in 
investment, and investment fixed charges for housing 
the trucks, and also probably a slight further reduction 
in operating expense due to its location immediately 
under the eyes of the executive officers and adjacent to 
the platform. In addition, through being able to handle 
territory by a long haul from headquarters with motor 
truck, due to its additional speed and load, the company 
has been able to discontinue a North Side branch which 
was necessary under the horse system. This consisted of 
a stable with storage and icing facilities, involving de 
preciation, repairs, telephone, stable man, insurance as 
up-keep expense. Here there were maintained perma- 
nently seven horses and four men, and deliveries to this 
branch and return of empties required two four-hourse 
teams, each team making one trip a day. 

Branch Station Superseded by Direct Haulage. 

The company’s first- motor equipment was two gas 
trucks, one of which was found to perform this service 
and make possible the elimination of the North Side 
branch. Higher economy of operation was attained when 
a third truck was bought. This truck was substituted for 
a short rail haul and effected a saving. The first savings 
were largely due to the fact that the long horse routes 
were put on trucks. 

The company’s present equipment consists of four 
six-ton gas trucks, two five-ton electrics and a one-ton 
electric wagon for the use of the carpenter. The latter 
doesn’t have to be fed when it is idle. The company 
still retains in service 19 horses, with wagons. This 
equipment is not quite sufficient for the summer rush, 
and additional trucks have been hired during the busy 
season of the past year to take care of the “peak.” 

Analysis of the costs, including all items, deprecia- 
tion being figured at 20 per cent on the electric trucks, 
which the company believes is too low, but has adopted 
to be extremely conservative, shows that in July the cost 
per barrel with the electrics was but 63 per cent of the 
cost of horse delivery and 75 per cent of the cost of 
gasoline delivery. This reduction in cost has been ac- 
complished by study of conditions with relation to what 
can be accomplished by trucks, securing quick loading 
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| unloading, and, in fact, applying traffic principles to 
proposition in the light of the increased load and 
ed, which are among the advantages of the electric 
ick. 
Monthly Mileage and Load of Electrics. 

The company’s trip book shows in detail the per- 
mance of each machine day by day, with totals for 
month in miles, trips and barrels. One recent month 
No. 15 G. V. truck showed 839 miles, 90 trips, 2,590 
for No. 16, 902 miles, 96 trips, 2,828 barrels. 
e average weight of one full barrel is about 385 
ounds. The trip book is kept in a little house at the 
ner of the loading platform, and shows for each route 
ind trip the load, time of leaving, time of arriving and 


rrels; 
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30 i 8:45 

30 1 10:15 12:00 ‘a 

30 2 12:15 3:00 1 

In July No. 15 electric truck made 752 miles, 
trips and carried 3,173 loaded barrels. 

Naturally, the company was anxious to see what were 
the limits of its electric service, and on August 4 gave 
its two five-ton G. V. trucks a tryout on the heavy route 
to South Chicago and return. No. 15, which was the first 
truck bought by the company, made three round trips. 
The record on this day for the No. 15 G. V. truck, 
equipped with Edison battery, was as follows: 


10:00 


117 


First Trip. 


Leave brewery 6:25 a. m., return 10 a. m.; running 


One of the Five-Ton G. V. Electric Trucks Responsible for Lowering Manhattan Brewing Co.’s Delivery Costs. 


number of empties unloaded. Typical records, taken re- 
Spectively Monday, August 11, and Monday, August 29, 
show in this manner performances on the same route of 
No. 6 car, gasoline, in the first record, and No. 16, elec- 
tric, in the second record. 


Monday, August 11, No. 6, gasoline truck: 
Unloaded Empties. 


Arrived. Bbls. 1’s. 
8:30 41 2 
10:00 36 


Bbls. % Bbls. Left. 
30 1 6:25 
30 “a 8:45 
30 10:15 12:30 42 
32 1 12:40 3:15 42 7 
Monday, August 29, No. 16, G. V. electric truck: 

Unloaded Empties. 

Arrived. Bbls. %’s. 

8:30 43 o 


Bbls. % Bbls. 
30 1 


Left. 
6:30 


time first trip, 2 hours 51 minutes; carried 33-2 full 
barrels one way and 42 empties return. 
Odo start, 1406.5; return, 1430.9; ampere hours for 


trip, 229; mileage for trip, 24.4. 


Second Trip. 


Leave brewery 10:15 a. m., return 1:10 p. m.; run- 
ning time second trip, 2 hours 9 minutes. Carried 29-5 
full barrels one way and 42 empties return. 

Odo, 1430.9; return, 1449.9; ampere hours for trip, 
184.5; mileage for trip, 19.0. 


Third Trip. 

Leave brewery 2 p. m., return 6:50 p. m.; running 
time third trip, 2 hours 21 minutes; carried 34-1 full bar- 
rels one way and 24-15 return. 

Odo, 1449.9; finish, 1469,9; 
185.5; mileage for trip, 20. 


ampere hours for trip, 
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Boosted battery after second trip at 200 amperes for 
about 40 or 45 minutes and put in 149 ampere hours 
Battery had 610 ampere hours put in, and 599 were used 
for the day’s work, averaging 9.8 ampere hours per mile. 
Total mileage for day’s work was 63.4 miles. 

Weight 32-2 barrels, 33 barrels at 385 apiece, 12,705 
pounds; two halfs at 200 apiece, about 13,100 pounds. 

Return, first trip, 42 empty barrels at 80 pounds 
apiece, 3,360 pounds. 

Second Trip. 

Weight, second trip, 29 barrels, at 385 apiece, 11,265; 
5 halfs, at 200 apiece, 1,000; total, 12,265. 

Return, second trip, 42 empty barrels, at 80 pounds 
apiece, 3,360 pounds. 

Third Trip. 

Weight, third trip, 34 barrels at 385 apiece, 13.090 
pounds; 1 half, 200 apiece, 200 pounds; total, 13,290 
pounds, . 

Return, second trip, 39 empty barrels, at 80 pounds 
apiece, 3,120 pounds. 

On the last trip this truck pulled the other five-ton 
truck, that ran out of power, for seven miles. 

Electrics Proved in on the Long Route. 

This first performance was a test run, but since then 
the company has been using electrics on the South Chi- 
cago service as a matter of routine. 

An examination of the trip records shows that to 
unload, load and get away takes about 10 to 15 minutes. 
Sometimes the operation is performed in less than 10 
minutes. In the early morning the loading is performed 
very quickly. The company’s layout facilitates this, and 
supervison. has developed a method which takes full ad- 
vantage of all conditions. 

Method of Unloading. 

In the first place, the truck comes in from the street 
with a straight run alongside the unloading platform, 
which runs north and south along the side of the build- 
ing, and stops opposite a wide door. The platform is 





Manhattan Brewing Co.’s Stable Released—Trucks to Haul Its 
Product Can Be Housed on a Fraction of the Ground Area, 


narrow, just wide enough for a man to stand and handle 


a barrel. Stakes are pulled out of the side of the body 
and a man yanks out the barrels next the side, laying 
them down and giving them a shove inside the storage 


room, where they roll across the floor. As it comes, 
each is removed by a helper from the line in which 


the -next one will naturally roll. When enough barrels 
have been taken out to let two men get into the truck, 


a second man goes at it, and one works out toward 
each end, the men alternating their motions, so that 
while one man is rolling a barrel out the side of the 
truck the other man is stepping back toward his end and 
getting hold of his barrel. This has been worked out so 
sucessfully that the men work very fast and do not inp- 
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Unloading Position—Empties Are Laid Across the Platform, 
Given a Shove, and Roll Out of the Way. 








terfere with each other, and as the taking away proceeds 
in rhythm, there is absolutely no confusion. 


Men Skilled in Working Fast and Keeping Together. 


As soon as the last barrel is clear of the body the 
driver jumps on his seat and pulls ahead and makes the 
turn parallel to the loading platform, which is set at 
right angles to the unloading platform, the building mak- 
ing an elbow at this point. The driver runs his truck 
out toward the street and then back up alongside the 
platform, the loading door being too close to the corner 
to allow him to make his turns and come close along: 
side. 


In the early morning, for the first load, the loading 
platform, which is wide enough to give a certain amount 
of storage space, but not too wide to roll a barrel across 
straight, is stacked full of barrels, and the loading of 
a truck at the inner end goes on while barrels are being 
hung on the hooks of the horse wagon just loaded, as 
it stand close to the outer end of the platform, which 
is cut through for a chute to carry barrels down to the 
ground level, so that they can be rolled out to place on 
the hooks. In the middle of the day there are no barrels 
kept on the loading platform, but they are rolled out of 
a square hole in the side of the building. They run 
lively and the men handle them fast, guiding them to the 
men within the trucks, who stow the ends full, and then 
fill.up the middle. Men inside and outside are trained 
and practiced in working at a good, regular speed, and 
the habit gets so strong that, although there was reason- 
ably good light, and the pictures here shown were made 
with a short exposure, it was impossible to get anything 
but “ghosts” of the men and barrels on this loading 
operation, because neither could be got to keep still 
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, enough while that truck was there to get a picture. 


Dg 


has simply become second nature to these fellows to 
lively. 

When a truck is loaded it simply drives ahead 
gh a gateway and turns into a north and south 
t and goes out to make its delivery. Each truck is 

ned by a driver and two helpers. 

Routes Spotted on Map with Tacks. 

The increase in efficiency in covering routes has 
reached by a definite study of the possibilities of 
truck, and adapting route conditions to its capability. 
One of the executive officers of the company, who ex- 
ercises close general supervision over this entire propo- 
sition, keeps a big map of the city, mounted on a board, 
in his office. Upon this map each route is designated by 
a series of tacks, one for each stop. Tacks for different 
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route was necessary, as men of themselves would not 
work out the improvement desired, and had to have 
many things pointed out. It has been possible to add 
25 per cent to each of the routes of moderate length upon 
introduction of the motor truck as compared with the 
horse. 

Study Brought Down Horse Delivery Costs. 


As a result of eliminating the longer hauls for the 
horses, and using the more rapidly moving truck on 
them, and adopting a definite policy of keeping the few 
horses used on routes close in, and the closer study given 
to the matter of routing and obtaining better efficiency 
from horse equipment, even the cost of horse delivery, 
as compared with the cost per barrel on routes at the 
time horses were used exclusively, has been favorably 
affected. It is probable that if the man in charge had sub- 


Record for Every Trip of Manhattan Brewing Company’s Trucks Is Made in Book Kept in the Little House in the Corner. 


routes are distinguished by different colored heads. If 
a particular stop can be reached better from “blue” route 
than from “red” route, the red-topped tack is pulled out 
and a blue tack pushed in. A rubber band slipped 
around the tacks will indicate the course taken by the 
truck, or at least the boundaries of the route, and this 
is a help in working out the situation. 

Drivers Exercise Discretion in Covering Routes. 

The route is not rigidly prescribed, however, as to 
Streets, as the drivers are men who have been covering 
these stops by horse for some time prior to their use of 
the motor truck, and are supposed to be familiar with 
Street conditions and have sufficient discretion to make 
the best use of their time and equipment. It was Mr. 
Schaffner’s experience, however, that in getting things 
to a settled basis careful study apd-analysis of each 

; 


jected the delivery problem under the former conditions 
of all-horse service to the close analysis which he has 
given the subject ever since motor truck operation ex- 
tension was under consideration, he would have effected 
some economy. But his company’s experience in this 
matter is like that of most others, viz., that the incentive 
of the actual introduction of the truck is necessary to 
bring about such attention of an executive. In fact, it 
is probable that on installations of average size the econ- 
omies which could be effected in horse deliveries alone 
and improvements in service would not justify anywhere 
near the amount of an executive’s time which is justified 
by a truck installation. But the combination of the equip- 
ment and application of executive brains to its manage- 
ment brings about an immediate saving of about 25 per 
cent, with prospect of still further and greater savings, 
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Boosted battery after second trip at 200 amperes for 
about 40 or 45 minutes and put in 149 ampere hours 
Battery had 610 ampere hours put in, and 599 were used 
for the day’s work, averaging 9.8 ampere hours per mile. 
Total mileage for day’s work was 63.4 miles. 

Weight 32-2 barrels, 33 barrels at 385 apiece, 12,705 
pounds; two halfs at 200 apiece, about 13,100 pounds. 

Return, first trip, 42 empty barrels at 80 pounds 
apiece, 3,360 pounds. 

Second Trip. 

Weight, second trip, 29 barrels, at 385 apiece, 11,265; 
5 halfs, at 200 apiece, 1,000; total, 12,265. 

Return, second trip, 42 empty barrels, at 80 pounds 
apiece, 3,360 pounds. 

Third Trip. 

Weight, third trip, 34 barrels at 385 apiece, 13.090 
pounds; 1 half, 200 apiece, 200 pounds; total, 13,290 
pounds. ; 

Return, second trip, 39 empty barrels, at 80 pounds 
apiece, 3,120 pounds. 

On the last trip this truck pulled the other five-ton 
truck, that ran out of power, for seven miles. 

Electrics Proved in on the Long Route. 

This first performance was a test run, but since then 
the company has been using electrics on the South Chi- 
cago service as a matter of routine. 

An examination of the trip records shows that to 
unload, load and get away takes about 10 to 15 minutes. 
Sometimes the operation is performed in less than 10 
minutes. In the early morning the loading is performed 
very quickly. The company’s layout facilitates this, and 
supervison. has developed a method which takes full ad- 
vantage of all conditions. 


Method of Unloading. 


In the first place, the truck comes in from the street 
with a straight run alongside the unloading platform, 
which runs north and south along the side of the build- 
ing, and stops opposite a wide door. The platform is 





Manhattan Brewing Co.’s Stable Released—Trucks to Haul Its 
Product Can Be Housed on a Fraction of the Ground Area. 


narrow, just wide enough for a man to stand and handle 


a barrel. Stakes are pulled out of the side of the body 
and a man yanks out the barrels next the side, laying 
them down and giving them a shove inside the storage 


room, where they roll across the floor. As it comes, 
each is removed by a helper from the line in which 


the next one will naturally roll. When enough barrels 
have been taken out to let two men get into the truck, 


a second man goes at it, and one works out toward 
each end, the men alternating their motions, so that 
while one man is rolling a barrel out the side of the 
truck the other man is stepping back toward his end and 
getting hold of his barrel. This has been worked out so 
sucessfully that the men work very fast and do not in- 








Unloading Position—Empties Are Laid Across the Platform, 
Given a Shove, and Roll Out of the Way. 


terfere with each other, and as the taking away proceeds 
in rhythm, there is absolutely no confusion. 


Men Skilled in Working Fast and Keeping Together. 


As soon as the last barrel is clear of the body the 
driver jumps on his seat and pulls ahead and makes the 
turn parallel to the loading platform, which is set at 
right angles to the unloading platform, the building mak- 
ing an elbow at this point. The driver runs his truck 
out toward the street and then back up alongside the 
platform, the loading door being too close to the corner 
to allow him to make his turns and come close along- 
side. 

In the early morning, for the first load, the loading 
platform, which is wide enough to give a certain amount 


of storage space, but not too wide to roll a barrel across 
straight, is stacked full of barrels, and the loading of 
a truck at the inner end goes on while barrels are being 


hung on the hooks of the horse wagon just loaded, as 
it stand close to the outer end of the platform, which 


is cut through for a chute to carry barrels down to the 
ground level, so that they can be rolled out to place on 
the hooks. In the middle of the day there are no barrels 


kept on the loading platform, but they are rolled out of 
a square hole in the side of the building. They run 
lively and the men handle them fast, guiding them to the 
men within the trucks, who stow the ends full, and then 
fill_up the middle. Men inside and outside are trained 
and practiced in working at a good, regular speed, and 
the habit gets so strong that, although there was reason- 
ably good light, and the pictures here shown were made 
with a short exposure, it was impossible to get anything 
but “ghosts” of the men and barrels on this loading 
operation, because neither could be got to keep still 
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long enough while that truck was there to get a picture. 


has simply become second nature to these fellows to 
move lively. 

When a truck is loaded 

rough a gateway and turns 
et and goes out to make its delivery. 
ned by a driver and two helpers. 
Routes Spotted on Map with Tacks. 

The increase in efficiency in covering routes has 
been reached by a definite study of the possibilities of 
the truck, and adapting route conditions to its capability. 
One of the executive officers of the company, who ex- 
ercises close general supervision over this entire propo- 
sition, keeps a big map of the city, mounted on a board, 
Upon this map each route is designated by 
Tacks for different 


it simply drives ahead 
into a north and south 
Each truck is 


in his office. 
a series of tacks, one for each stop. 


> 


ie 4 ) 
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route was necessary, as men of themselves would not 
work out the improvement desired, and had to have 
many things pointed out. It has been possible to add 
25 per cent to each of the routes of moderate length upon 
introduction of the motor truck as compared with the 
horse. 

Study Brought Down Horse Delivery Costs. 


As a result of eliminating the longer hauls for the 
horses, and using the more rapidly moving truck on 
them, and adopting a definite policy of keeping the few 
horses used on routes close in, and the closer study given 
to the matter of routing and obtaining better efficiency 
from horse equipment, even the cost of horse delivery, 
as compared with the cost per barrel on routes at the 
time horses were used exclusively, has been favorably 
affected. It is probable that if the man in charge had sub- 


Record for Every Trip of Manhattan Brewing Company’s Trucks Is Made in Book Kept in the Little House in the Corner. 


routes are distinguished by different colored heads. If 
a particular stop can be reached better from “blue” route 
than from “red” route, the red-topped tack is pulled out 
blue tack pushed in. A rubber band slipped 
around the tacks will indicate the course taken by the 
truck, or at least the boundaries of the route, and this 
is a help in working out the situation. 

Drivers Exercise Discretion in Covering Routes. 

The route is not rigidly prescribed, however, as to 
Streets, as the drivers are men who have been covering 
these stops by horse for some time prior to their use of 
the motor truck, and are supposed to be familiar with 
Street conditions and have sufficient discretion to make 
the best use of their time and equipment. It was Mr. 
Schaffner’s experience, however, that in getting things 
to a settled basis careful study apd-analysis of each 


and a 


jected the delivery problem under the former conditions 
of all-horse service to the close analysis which he has 
given the subject ever since motor truck operation ex- 
tension was under consideration, he would have effected 
some economy. But his company’s experience in this 
matter is like that of most others, viz., that the incentive 
of the actual introduction of the truck is necessary to 
bring about such attention of an executive. In fact, it 
is probable that on installations of average size the econ- 
omies which could be effected in horse deliveries alone 
and improvements in service would not justify anywhere 
near the amount of an executive’s time which is justified 
by a truck installation. But the combination of the equip- 
ment and application of executive brains to its manage- 
ment brings about an immediate saving of about 25 per 
cent, with prospect of still further and greater savings, 
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estimates for which have been reduced to paper on the 
basis of an ultimate complete motor service, 


MOTOR TRUCKS KEEP THINGS MOVING 


A large manufacturing concern, dealing in iron, steel, 
hardware and machinery, has in its service four gasoline 
motor trucks and two electrics. The gasoline trucks are 
three of them of five tons and one of three tons capacity. 
These are not owned by the firm, but their service is 
contracted for. This was an arrangement made at the 
time of the first use of motor trucks for the reason that 
the firm was not certain whether they could be abso- 
lutely depended upon, and it was preferred to farm out 
the responsibility. The electric trucks are of 4,000 and 
5,000 pounds maximum capacity. The gasoline trucks 
are used for heavy loads for long hauls involving few 
stops, and the electric trucks are used for medium hauls, 
lighter loads and routes involving many stops. This 
distinction, in fact, is considered to be about the prevail- 
ing difference which indicates the use of either kind of 
truck for a certain service. The officer in charge of this 
work says that there is no money in the gasoline truck 
unless it is kept constantly moving, while with the elec- 
tric truck there is not a similar consumption of power 
while the trucks are standing, and therefore they can 
be used economically in service involving more frequent 
stops. 

Trucks Increase Radius of Service. 

The electric trucks are used in deliveries within five 
miles’ radius on trips involving three or four stops. They 
are used in place of single wagon deliveries. On the 
whole their use is considered very economical. They 
cut down the cost to some extent, but very materially 
increase the radius of service and, what is more to the 
point in this particular line of work, they enable the firm 
to keep more closely in touch with its customers. The 
firm prides itself upon selling service rather than steel, 
and it can accommodate its customers more in proportion 
to their demands as to time with the use of the power 
truck than with horse haulage. There is no particular 
decrease in expense in the use of the gasoline trucks, 
but the radius of service is largely increased. It was 
formerly the custom to use the local express services, but 


THIS DELIVERY IS BY MOTOR TRUCK. 
Our trucks cost up to $2.00 AN HOUR. 


You appreciate, therefore, the necessity of KEEPING 
THEM MOVING. 


Please UNLOAD PROMPTLY so that we can 
continue giving you motor truck service. 
Card for Expediting Unloading, 


this is not used now except in the case of occasional 
small loads. Most of the deliveries to outlying districts 
formerly were by either express companies or by rail. 

In this same connection the use of the motor truck 
is approved as a business getter for the reason stated, 
that the matter of delivery is wholly in the hands of the 
dealer, and there is no possibility of lost time on the 
part of the express company or the railroad company 
for which the dealer would be held responsible. 

This matter of having absolute control of deliveries 
raises another question. The officer in charge of this 
work for the firm under consideration states that if it 
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were possible to control the service of the trucks at bot! 
ends; that is, in unloading as well as loading, the indicat: 
economy of the use of the trucks.would be vastly greate: 
No matter what plans may be used or methods put in 
force to expedite loading at the warehouse or factory 
the matter of unloading is in the control of the part 
for whose benefit the shipment is made, and it is not 
always possible to impress upon him the desirability o! 
unloading as rapidly as possible in order that the truck: 
may be performing useful service. 
Expediting Unloading. 

Probably this firm has hit upon a way as useful as 
any for improving this condition. Each one of the chau! 
feurs of the motor trucks is furnished with a pad of cards 
similar to that reproduced in the accompanying engraving, 
and in case of every load delivered by motor truck one 
of these cards is left, calling attention to the fact that 
it is delivered by motor truck, and that the expense of 
waiting is considerable. In order to enforce the point 
made by the delivery of this card, the firm maintains a 
black list, and in case of a customer who is persistently 
negligent in the matter of unloading promptly, he is in 
formed that hereafter deliveries will be made to him by 
horse team, and he will consequently suffer the greater 
delay in delivery which this method of haulage entails 
In no case are motor trucks sent to freight stations, 
either for getting or delivering loads. The delays uni 
versally encountered are too great. This suggests the 
possibility of an effori to increase the efficiency of motor 
trucks by a concerted movement upon the part of manu 
facturers and users of these vehicles to endeavor to se- 
cure better conditions or certain rearrangements of 
freight handling facilities at railway stations in order 
that the whole service may be performed more promptl) 
It would seem that this would result in benefit to the 
carrier by rail, as well as to the manufacturer and dealer 


Truck Delayed Equals Six Men’s Time. 

Another point arises in the experience of this fi! 
which is not always taken into consideration in 
ering the advantages that may possibly be derived from 
the use of motor trucks in place of horses. This fir 
considers it good economy to spend more money to get 
goods ready to load with little delay, and supports t! 
position with a very few plain figures. If five 
are delayed a half hour each unnecessarily in loading « 
unloading, the cost is practically the same as the co 
of the service of six laborers for the same length 
time for each truck or of 30 men for the time stat 
This places the proposition in a form in which it 
be readily understood. Many of the firms using motor 
trucks have made a special point of this, and, as 
referred to in a previous article in this series, arranse- 
ments are made such that a truck may receive eithe 
whole or a partial load the moment it returns 
In the case of the manufacturer whose service forms 1!) 
subject of this‘ article it is stated that when they w: 
using horse teams it was frequently thought desirable 
hold a wagon in order to complete a load, and sometin 
there would be a delay of several hours for this reas 
and yet, under the circumstances, it was probably the b: 
thing to do. At the present time, if a part of a load 
not ready to go out, the truck is sent out with that pa 
which is available, and it may be sent out two or th! 
times on a similar trip instead of being held to wait [0! 
a complete load. 

Everything at this plant is loaded by crane, and, 0! 
for the fact that circumstances of location demand tW° 
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trucks 
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Greater Mileage at Lower Cost 


Every day records of the G. V. Electric in negotiating greater distances at less 
cost than horse-wagon equipment are doing much to discredit the mistaken impression 
that all motor-truck operation is costly. 


If the little merchant whose very success depends upon those in the immediate 
vicinity of his establishment can operate a G. V. Electric more profitably than his 
lone horse and wagon—think of the tremendous time and money-saving possibilities 
in it for the big man, including the manufacturer. 
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“Arnold Constable & Company have used G. V. Electrics since 1902’’ 


Unlike other ‘‘fuels,’’ electric current is to-day cheaper than ever before, and the 


safety and ease’ with which both current and truck can be used gives ample protec- 
tion against fire, explosion or excessive rates of insurance. 


Again, the G. V. Electric is clean—it is reliable and sanitary. Its application to 
any class of deliveries may always be accepted as a desire on the part of its owner 
to serve his customers in the most efficient manner possible. 


Write to-day for Catalogue 104 and specifications on our new and exclusive re- 
finements. 


General Vehicle Company, Inc. 


General Office and Factory 
Long Island City, N. Y. 


New York Philadelphia 
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loading places, all goods would be loaded at one point. 
As it is, they are all assembled at two loading points, and 
this has involved a slight change in the handling of the 
material within the plant. 

The traffic manager of this concern conceives it to 
be his particular function to keep things moving, and 
defines a traffic man for an industrial plant as the man 
who moves things. Under this definition he has found 
the use of motor trucks of great assistance. Their use 
has not only extended the radius of the firm’s business, 
but kept deliveries more closely in touch with the cus- 
tomers’ requirements, accomplishing, in fact, the object 
sought—the sale of service instead of the-sale of iron 
and steel merely. 


WAITING TRUCKS ARE PROFITABLE 





“Three times as much as horses cost us,” is the way 
the president of the American Posting Service figures 
the expense, in presenting an offhand estimate of the 
cost of motor truck operation in their work in Chicago. 
The company operates a fleet of electrics, including types 
made by three different makers, and one gasoline car. 
The service is posting bills and repairing them on bill- 
board, and construction of new billboards. 

Mr. B. W. Robbins, the president of the company, 
has a very accurate conception of what he is getting 
from his trucks, and knows just why it is profitable for 
him to use them under conditions which involve prin- 
ciples the exact contrary of those which are usually accepted 
as necessary for the success of atruckinstallation. For ex- 
ample, it is generally believed that to make an installa- 
tion of electrics a success it is necessary to get pretty 
near the normal mileage and a reasonable approxima- 
tion of rated load every day. “We dont’ care about 
mileage,” says Mr. Robbins. “We don’t make it. Our 
trucks have to stand idle a lot of the time, but this 
doesn’t mean that they are losing money for us. We 
couldn’t give them up. Our billposters get into a truck 
with the material and get on the job quicker than they 
could with horses. Then the truck waits until they finish 
their work on that board. They have to cover a great 
many billboards in a day, and they get from one to an- 
other quickly with the truck, as compared with the slow 
travel by horse. This means that we can get a given service 
started quicker. The waste of truck time doesn’t count 
as much as the gain in service of the billboards, which 
earn our money. In case a boy tears one of our posters, 
the value of its advertising power to the man who is 
paying for having it there is temporarily diminished. By 
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the use of trucks we discover and repair it more quickly. 
It speeds up our service and makes it worth more to 
the buyer.” 

Thus it is evident that in this branch of the service 
the idle time of the trucks is balanced against the gain 
in the working time of the billboard, and supplies an 
efficiency argument which undoubtedly helps the selling 
work of the owners of the truck. 

In the construction work, where a gang of six men 
is sent out to erect new billboards, electric trucks show 
a profit as compared with the horse trip, whenever the 
men are sent out seven miles or more. Furthermore, the 
same advantages of speed come in here. The men will 
get out on a long trip and be at work in an hour, where 
it would take them three or four hours to get on the job 
if they depended on a horse outfit. 


Mechanical Simplicity Liked by Billposters. 

Electrics are preferred in this service because the 
billposters get on and drive and have no trouble with 
the car. Mr. Robbins has driven an automobile for ten 
years, about ever since there were any, and he knows 
what troubles that are liable to develop with gas cars, 
and doesn’t want to bother to educate his billposters, who 
must drive. He bought the one gas car owned, which 
was put into service about a year and a half ago, be- 
cause a five-ton truck was necessary, and he was doubt- 
ful about the five-ton electric at that time. The car 
has been out of service three times. They keep the gas 
car near home, and for the one regular long-haul trip 
use an electric. This is a particularly interesting condi- 
tion. Formerly the service kept a man and wagon busy 
in Waukegan, 26 miles north of Evanston. Now the 
service is handled from the Evanston station. Twice a 
week a man goes out in an electric, makes the 26-mile 
trip, covers his billboards in Waukegan during the day, 
charges up his battery at night and goes back to Evans- 
ton the next morning. 

The car which does this work was a service car 
bought from one of the leading electric manufacturers 
after it had seen quite a bit of use, and it has been on 
the Evanston and Waukegan service for about a year, 
and has never been brought into Chicago for an over- 
hauling or laid up for repairs. Edison batteries are used. 
It made the trip every week last winter except once, 
when conditions were particularly bad, and on that week 
the company’s gasoline car was laid up. 

Delays at Freight Terminals. 

“Do you have any occasion to send your electrics to 
railway freight terminals?” was asked. “We never do 
it; can’t afford to. If you send a truck to a freight 
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Full Value Received 


When you buy any article you expect a return, 
dollar for dollar. We started in manufacturing 


Fibre and Corrugated Shipping Cases 


when this business principle was more highly 
regarded than it is now. We have not forgotten 
this principle. 

When buying place your orders with 
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terminal it may be gone two hours and it may be gone 
five, just waiting. We have to send a horse for this 
work. I don’t know whether it is congestion or what is 
the reason, but it seems to be something we can’t get 
around, and we keep away from it,” was the reply. 


WESTERN ELECTRIC MOTOR SERVICE 


Western Electric Co. never owned the horses with 
which its teaming was done prior to the advent of elec- 
tric and gasoline trucks. There was much hauling to 
be done, much of the company’s product consisting of 
heavy machinery, and the plant not being convenient to 
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the constant service of three two-horse teams, and each 
trip made a day’s work. The cost was about $6 per 
day for each team and its driver. The 3%%-ton truck 
which was substituted in this service was able to make 
a circuit comprising the three stations and have enough 
time left over in the day to make a short trip in addition, 
The work, counting the increased capacity in the matter 
of load and speed, and the necessity of making only the 
stops necessary for unloading, was equivalent to the 
work of three and one-half teams. The daily cost of the 
truck was from $12.50 to $15, and therefore the substi- 
tution effected a daily saving of from $3 to $5. 

The company’s business also requires very many small 
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Mack Three-Ton Truck of the Type in Service of Western Electric Co. 


switching tracks. Much of the hauling, too, is to distant 
points and to and from railway stations. There is also 
a large amount of pick-up business, involving short hauls 
between stops and a considerable delivery service of the 
same nature. 

A single comparison will indicate why the company 
found it advisable to investigate the possible service of 
motor trucks in the place of horses, or, more accurately, 
a reason for a certain degree of satisfaction with the 
results. attained after the power trucks were introduced. 
There was a large amount of hauling to Fifty-fifth street 
on the south, to Elston avenue on the northwest side, and 
to a corresponding distance on the west. This required 


deliveries all over town. For this there are used three 
one-horse teams. It is thought that one motor truck n 
cover this service, with a corresponding saving of 
pense, an increase in the area of prompt delivery, 
the possibility of keeping much more closely in t 
with the customer’s requirements than was possible u! 
the former system of deliveries. That is a matter u! 
consideration. 

The 314-ton truck covers on an average 40 mili 
day and the one-ton truck from 40 to 50 miles. 
expense of the single-horse team and its driver is : 
$25 per week and the cost of the one-ton truck is 
$10 per day. In the pick-up and delivery service 
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"4 This is— 
Mr. Frank E. Coombs 


Traffic Manager of 
BAKER-VAWTER COMPANY 


OF BENTON HARBOR, MICH. 


—A Valuable Contributor to 
“‘Baker-Vawter Efficiency’’ 


His Position Mr. Coombs is one of our students. We have selected his case to 

Proof of show you how you may profit by taking up the study of our course in Inter- 

His Ability state Commerce and Traffic Management. The Baker-Vawter Company is one 
of the largest manufacturers of office supplies in the country. They have 
employed Mr. Coombs as Traffic Manager for the direct benefit of both them- 
selves and their customers. The following is Baker-Vawter Company’s own 
description, in their own words, of Mr. Coombs’ duties: 


IN. MUOIURICU UAT 


Originates “Our traffic man, Frank E. Coombs, spends most of his time looking 
This Service out for our customers’ interests. Now he is showing the correct freight rate on all 
as Result bills of lading, to make sure that you pay the very lowest amount of freight on 
of OUR shipments from the Baker-Vawter Company. ; Look at the memorandum copy 
TRAINING of the bill of lading enclosed with this receipt. Right above your name you 
will see some headings and in one of them, the correct rate from Benton Harbor, 
=a = § Mich.,to yourtown. When you get the freight bill, check it up with this bil! of 
lading to see that you are charged the correct weight and the correct rate. Yes, 
it costs money to do this, but it will save you money and will help gain and hold 
the good will of enough of you to mean more business to the Baker-Vawter Co,’’ 


YOU Can That which we have done for Mr. Coombs, we can do for you. Right 
Qualify for now, while you are reading this, there are thousands of industrial corporations, 
a Similar or it™ms, and individuals doing business in the United States that need traffic 
Better managers. The big steel plants, the big coal companies, the big lumber com- 
a panies, the meat packers, the flour mills, the wholesale grocers, the wholesale 
Position dry goods merchants, and thousands of others need traffic managers. This 
profession.opens up a new field as the result of the new freight laws and 
the rulings of the Interstate Commerce Commission. ° 
o 
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is an average of about 26 stops per day and the radius 
covered is small. The time on the road is small and 
the waits are long. The company is figuring on the 
possibility of using in this service a small truck of which 
the initial expense will be small, which will carry about 
1,000 pounds load, and will make as many as 40 stops 
per day. It is thought that this can be done at an ex- 
pense of about $5 or $6 per day, and if this estimate 
turns out to be correct a considerable saving of cost is 
indicated. Figures ascertained by another company indi- 
cate over a period of months show for a three-ton auto 
truck an expense of about $1.61 per ton, 36 cents per mile 
and 13 cents per ton-mile. The corresponding figures 





Truck for Light Service—Western Electric Co. 
for two teams in the same service are 62 cents per ton, 
$1.51 per mile, and 46 cents per ton-mile. The cost for 
a one-ton auto in a certain service was ascertained to 
be 25 cents per mile and 20 cents per ton-mile, while for 
a one-horse wagon in the same service the cost was $2.3 
per ton. 

Some interesting figures of the Western Electric Co. 
are available in the matter of the service of horses. 
The cost of horse service in June of the present year 
was, for certain work, 46 cents per ton-mile; in July it 
was 48 cents, and in August 30 cents. The decrease 
in August was due to certain improvements effected in 
the matter of loading. Two extra wagons without teams 
were ordered to stand in readiness. The wagons were 
loaded in regular turn at the loading platforms. A team 
would come in with an empty wagon and was at once 
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switched to a loaded one, enabling the driver to start 
out at once with another load without requiring further 
service of that driver than to keep his team moving. This 
materially reduced the number of teams necessary for a 
certain amount of work, giving more work for the horses 
but less for the men. The plan has reduced the cost 
of horse haulage by about 33 1-3 per cent. A part of 
the economy has been found in the possibility of cutting 
out overtime—always a difficult thing to control definitely, 
and the cause of frequent trouble. A record is now kept 
of each man’s exact service, the time of his departure, 
nature of load, destination, etc., and any question in this 
service is taken up with the contractor who has the 
entire responsibility for the performance of the work. 

This record also goes to the matter of tonnage han- 
dled. In June one man and team handled 530,000 pounds, 
122% miles, making 165 trips; another in 77 trips han- 
dled 485,000 pounds. 

In the matter of long runs, the problem is to keep 
the trucks moving. For all runs between regular sta- 
tions the company has provided loading racks, which cut 
out the delays at both ends. These racks are loaded in 
the absence of the trucks, and when a truck returns 
empty the rack is immediately rolled from the loading 
platform to the truck and the truck at once started on 
another trip. The is reversed at the- regular 
delivery stations. These are used in handling both heavy 
and light material. 

The Western Electric Co. has some electric trucks 
in service, but not for a period sufficiently long to enable 
definite figures to be furnished. Mr. Ketcham, who has 
this whole matter in charge, has made a careful study 
of the whole problem, and, so far as his investigations 
have gone and experience has shown, he expects to get 
rather more economy out of the use of electric than 
from the gasoline trucks, in the particular service for 
which each is best adapted. The essential point is to 
determine the exact nature of the service, and this indi- 
cates the kind of truck from which the most satisfactory 
results may be expected. The electrics are used on the 
shorter hauls, involving frequent stops. Relative econ- 
omy after the first year is expected to be greater in the 
ease of the electric trucks, since the work on rough 
city streets is hard on the gasoline engine and repairs 
are liable to be greater. The electrics are gradually 
superseding the one-horse teams, whose service has been 
referred to. 
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MARSHALL FIELD & CO.’S MOTOR-TRUCKS 


Among the users of motor trucks in Chicago Marshall 
Field & Co. has the largest installation, and it is prob- 
able that the possibilities of this method of haulage has 
been in this installation more thoroughly and systematic- 
ally studied than in any other. Mr. Stanley Field, vice- 
president, has taken a deep interest in the subject and 





Seven-Hundred-and-Fifty-Pound Electric Truck for House-to- 
House Delivery—Marshall Field & Co. 


has given the matter close personal attention in all its 
phases. 

Yet Mr. Field does not that he is able to give 
figures in detail such as indicate clearly what 
economy the firm has effected with its nearly 250 motor 
trucks as compared with similar figures concerning horse 
haulage; nor does he consider that such figures would be 
of great value to another firm or corporation engaged 
either in the same line of business or a different line. 


feel 
would 


Interior 
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In general terms, the benefits arising from the use of 
power trucks, whether gasoline or electric, cannot in a 
line of business like that of Marshall Field & Co. be 
brought down to a cost per ton-mile basis, and if it could 
it would be far from constituting an accurate measure 
of the advantage believed to accrue from the new system 
of delivery and distribution. 

The first experience of Marshall Field & Co. with 
power vehicles was with some heavy gasoline trucks. 
The system of distribution from the central stores and 
warehouses is through the intermediary of numerous 
distributing stations and the heavy trucks were employed 
in making the bulk deliveries to these outlying stations, 
It was found at once that the radius of delivery could 
be increased. For instance, this radius was extended to 
Lake Bluff instead of to Evanston, to Gary instead of 
Seventy-ninth street, to Wheaton instead of Oak Park. 
All the intermediate territory covered and a cor. 
responding increase accomplished in the volume of busi- 
ness. 

The second 


was 


step in the service was taken by 
the addition of furniture trucks and the third the exten 
sion of power vehicle service to parcel delivery. 
Number of Parcels Controls Delivery. 
In investigating the 


new 


possible results to be obtained 
from a change in the character of service, Mr. Field puts 
number of parcels as the initial determining factor; that 
is to say, no matter what the speed or capacity of the 
vehicle, only a certain number of parcels can be handled 
in a day in loading or delivering. This sets an absolute 
limit beyond which no added capacity or speed can bring 
about efficient results. A second important consideration 
is the mileage to be covered and a third: the character 
of the road over which the vehicle and its load 
be taken and the number of obstructions and delays that 
are likely to be encountered. 

Marshall Field & Co, have the distinction of owning 
more motor trucks of one kind than are owned by an) 
one firm or company in any one city. One or two com- 
in a large number of cities have 


must 


panies doing business 
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probably a larger total number of trucks; but undoubt- 
edly there is no larger user in a strictly mercantile busi- 
ness. Of the whole fleet about 150 are electric vehicles, 
including some 7,500-pound capacity cars for parcels, 1%- 
ton trucks for wholesale city delivery, two-ton furniture 
trucks and four-ton furniture trucks. The larger propor- 
tion of these are of Walker manufacture, though there 
are several 1%4-ton White cars for city delivery and some 
four-ton General Vehicle Co.’s trucks for heavy hauling. 
The heavy haulage and for the shorter distances is, how- 
ever, mostly by horses. 
Impossible to Get Ton-Mile Figures. 

One of the reasons cited by Mr. Field in accounting 
for the difficulty of getting accurate figures on the cost 
per mile or ton-mile basis is that figure is an extremely 
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peculiar to the business of Marshall Field & Co. nor 

the line of business in which the company is engage: 
The advent of the power wagon at this period is, hoy 
ever, responsible for an important change in method 


so far as delivery facilities are concerned. The increas: 


in delivery requirements incident to the holiday perio 
is estimated at about 20 per cent and the period co\ 
ered is about a month or possibly six weeks. It is thers 
fore necessary in some manner to provide a reservy: 
which is not called upon during 11 months of the yea: 
but which must be in condition for strenuous servi: 


for a month or thereabout. During this season, so fa: 


as the business of Marshall Field & Co. is concerned 
every day is complete in itself; that is, delivery busines 
of one day is never allowed to encroach upon th: 


a 


a 


Three-and-One-half-Ton Electric Truck for Freight and Wholesale City Delivery— Marshall Field & Co. 


variable quantity and is affected by many variables. For 
instance, a heavy and valuable piece of furniture is to 
be delivered at a private residence. In such case three 
men are always sent with the load that there may be 
no possibility of damage to furniture or walls of the 
house in unloading and putting in place. Delivered at 
a private residence it may be that the lady of the house 
desires the piece the new one is to replace to be re- 
moved to another room or upstairs. This is expected 
and provided for and the expense necessarily attendant 
upon the extra work is chargeable to expenses of de- 
livery, but is in no wise affected by the character of the 
power employed in delivery. The extra service is rather 
one of the unaccounted-for expenses in support of the 
policy upon which the house has come to its present 
status. 


The Christmas Rush—How Motors Help. 
An almost overwhelming increase of delivery require- 
ments for a period before Christmas is a feature not 


next, regardless of the lateness of the hour at which t 


last delivery may be effected. Under some circumstances 


this involved a serious strain upon the capacity of hors« 
and men, since neither could readily be changed aft 
clearing headquarters and until the load was deliver: 
and the return trip completed. Now, when there is a! 
probability that the delivery resources of any distributin: 
station will be overtaxed, notice is immediately givé 
to the nearest garage where several trucks are kept 
readiness for instant service as a reserve fleet, and 0! 
two or more are sent to the point where their servic: 
are required. 


Feeding and Breaking-In Horses. 

When horses were used exclusively it was necessa 
to begin along about September to provide a suffici¢ 
number of horses to take care of the holiday rush, 
cause it is not feasible to take the first horse found a 
put him into heavy service in city delivery. He must 
gradually broken in and accustomed to the service. B 
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The Traffic World has 


been impressed with the dif- 
ficulties which confront the man 
called upon to make an investiga- 
tion of technical problems involv- 
ing the possible purchase of equip- 
ment or supplies which will add to 
the efficiency of the traffic or 
transportation department. 


It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person mak- 
ing the search, his inquiries will 
never receive a satisfactory answer. 


The Short Haul Department will 
answer many such questions as 
naturally arise. The advertising 
pages will answer others. But we 
are now prepared to supply the 
demand for 


A Broader Service--Free 
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to put any person who places an 
inquiry with this department, under 
his business letterhead, in touch 
with individuals or firms best able 
to answer questions on the follow- 
ing subjects: 


Motor Truck Transportation 
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during this two or three months of preparation the ani- 
mal ig consuming jest as much feed as if he were doing 
full service, “yhich, however, he is neither capable 
doing mor is there any call for such servite to be per- 
formed until the rush begins. 

It is, of course, a large investment to keep a reserve 
fleet of trucks up io 20 per cent additional to the normal 
supply, and to hold them in idleness for nearly eleven 
months of the year; but there appears to ba@mmo question 
of the relative economies of the two systoms—using the 
word economies in a broad sense. These reserve trucks 
consume no food during the time of their idleness nor 
does it require a prohibitive expense to store them and 
keep them in condition. They should be as good for 
service after the period of rush is over as before, while 
in the case of horse power all that is left after the holi- 
Gaze is-a supply of broken-dowu animals that must be 
disposed of for a small fraction 


2 


nf +h Son + 
2 thelr nes cost, 


consideration, is naturally consulted about different co: 
structive features of the machine. Whether truck wheel 
shall be built 36 inches or 42 inches in diameter seems 
a comparatively small matter; but when it is taken int: 
consideration that loading platforms and unloading stages 
are ordinarily of a somewhat permanent and fixed che 
acter, and that the height of the wheel may be stcl 
that packages may be moved withont lifting or hs 
to be elevated sufficient to overcome the inequality oi 
heigre} an important point is mvolyed The manuf: 
turer who took this condition into consideration, in th 
case at least, seems to have assured the repetition 
the customer’s orders. 
Electric Trucks Preferred. 

Mr. Field prefers the electric vehicle fer everything 
except long hauls, and the limits of distance covered by; 
electrics are steadily 33ing He finds the oper 
ating expense of gasoline trucks greater than that of 


tended. 











Truck in Retail Furniture Delivery Service—Marshall Field & Co. 


Inspection and Overhauling Regular. 

Speaking of care-taking and repairs, it may be stated 
that the trucks belonging to Marshall Field & Co. and 
in daily service are shopped every 30 days or there- 
abouts. They are carefully inspected and any necessary 
minor repairs made. At the end of 12 months they 
are taken to pieces, any worn, broken or otherwise dam- 
aged parts replaced, and, in fact, they undergo what would 
be called “general repairs” in a locomotive shop. Bodies 
are painted, chassis and every part of the power plant 
and transmission overhauled. 

Mention was made of the large number of one make 
of car employed in this service. Though the fact was 
not stated in so many words, it is apparent that a slight 


degree of adaptability on the part of the manufacturer 


had something to do with large and repeated orders. 
A firm or company doing as large a business or disposed 


to use as large a number of trucks as the one under 


electrics. Certain of their substations’ gasoline cars 
not allowed to stand in at all, and in others, where it 
necessary that they enter, there is a penalty in the fo 
of higher insurance. 

On account of the number of trucks in service 
company maintains its own garages and charging s 
tions, and one of them, just completed, is illustrat 
herewith, as are also some of the trucks in this serv 


TON-MILE BASIS UNSATISFACTORY 


A Chicago firm which has branches in many o 


; 





cities and is an extensive user of motor trucks ke 
very accurate account of the performance and costs 
its vehicles. It has a first-class report form of its « 
planning, used for each machine, to be made out mont! 
and the total is carried forwards from month to mo! 


so that the total cost to them, including depreciati 
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Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, Il. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldgz., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spel. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Special 
attention given to rate and interstate commerce 
cases. Competent corps of traffic experts in con- 
nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 
526-28 Wells Bldg., Milwaukee, Wis. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


M. W. Borders 
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John S. Burchmore 
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repairs, etc., for a particular machine is apparent at a 
glance. 

By its system of records, and a close watch kept 
upon them by an official of the company who takes a 
personal and enthusiastic interest in this work, a very 
close line has been obtained upon delivery conditions, 
and results settled down to a satisfactory basis. During 
the earlier experience of this company cost results were 
stated on a ton-mile basis, and considerable trouble 
was undergone in obtaining these records. Now the ton- 
mile cost unit has been definitely abandoned, and this 
company is firm in its conviction that, at least for its 
own business, it is no good, and that no ton-mile figures 
of any value could be obtained unless .an accountant 
were put on every truck. 

Just to show a concrete example, one might cite 
the condition where two trucks start out and cover the 
same route, with same initial load and same stops, but 
one would get rid of the heavy part of its load near the 
beginning of the trip, and the other near the end. It 
is obvious that in this case ton-mile cost comparisons 
would not lead to any conclusion of much value to the 
business. 

Comparison Based on Experience Key to Efficiency. 


Costs are stated now on a per hundredweight basis. 
The company has found that taking a truck of a given 
size on a route of a given length the cost of delievery 
per hundredweight should approach a certain figure, under 
conditions existing in its business. It lets reports which 
are close to this normal figure slip through, and makes 
a practice of investigating those which run materially 
above or under such figure established as normal by 
their own experience. Figures which are too high may 
be due to a condition which can be improved by local 
attention, while figures which are lower than the normal 
may, upon investigation, reveal an improvement worked 
out locally, the benefits of which may be secured pos- 
sibly on other routes by obtaining a report for distribu- 
tion, upon the principles of instruction and arousing a 
spirit of emulation among the various branches. 

This company uses gasoline trucks to a large ev- 
tent, but has some electrics. It has electrics in Chicago 
giving good satisfaction. Their satisfactory service in 
Chicago, however, has not led to their consideration for 
any considerable number of its branches, because delivery 
from its branches in the smaller cities involves hauls into 
the country, and as the electric demands special facilities 
and adherence to certain limiting conditions, which are 
well known, the company does not care to risk their 
being stalled while en route. 

The motor truck has brought with it certain special 
advantages of a very interesting character, which are 
incident to the company’s particular business, and the 
nature of which it probably would not be inclined to give 
out for publication. 

One feature of special interest in comparison with 
the former horse delivery conditions is the ability to 
start a load out late in the afternoon and “make” all 
the boats, thus cleaning up the day’s orders requiring 
boat delivery, which was impossible under horse delivery 
conditions, as some of them would be received at an 
hour too late to get them aboard the wagon when the 
long time taken by horses was allowed for. 

In purchasing its trucks, this company adheres 
strictly to the policy of buying of companies having large 
business, conducted on a national basis, so that it may 
be sure of service wherever its trucks may be located. 
It recognizes, for example, that there might be a certain 
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advantage, or at least no disadvantage, in employing 
at its branch in some city good trucks made by a manv-. 
facturer located there; but if the requirements of its 
business oblige it to send one of these trucks to a dis. 
tant city, where its manufacturer was not represenied. 
there would be a disadvantage as compared with the 
truck which could receive prompt service. Several dif. 
ferent makes which it considers satisfactory for its busi- 
ness, however, are well represented in the company’s big 
fleet, and an examination of their service records shows 
from the basis of final cost, after they have been in sery- 
ice a reasonable time, that none of these machines, which 
are approximately in the same class, has very much ad- 
vantage over the others. They are all good. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Have had years’ of executive 
experience with important railways as assistant general 
freight agent, general freight agent and general freight 
and passenger agent. Have also been traffic manager 
and purchasing agent for industrial concern, resigning that 
position to become secretary-treasurer and sales manager 
of another, which position I now hold. Want change of 
location because of family and would accept position as 
TRAFFIC MANAGER FOR INDUSTRIAL COMPANY 
where thorough knowledge of traffic and U. S. and Cana- 
dian customs regulations would be of value, or 
accept railway position with part outside work. Good 
record, good habits, good health and no small children 
and would accept moderate salary to start. C 164, The 
Traffic World, Chicago, III. 


WANTED—Competent, efficient young man to 
charge auditing department short line railroad: 
have had executive training; also initiative, in order to 
handle every feature of the work. Students, Dopers or 
Boozers not considered. Inclose ample references in 
first letter; say with whom you have seen service; state 
age, how soon could report, what salary wanted, what 
size family. Address X. Y. Z, care Traffic World, Chicago 


would 


take 


must 


Excellent opportunity for manufacturing or mercantile 
concern, particularly mail order firm, to procure services 
of an OFFICE MANAGER AND CORRESPONDENT. 
Thoroughly familiar with every feature of traffic work- 
nine years’ experience in actual railroad service. Phe 
nomenal success in profitable collection in freight loss 
and damage claims. Past four years office and traffi 
manager of large mail order house. Address G-62, The 
Traffic World, Chicago. 


Wanted Position—-Young man, 33 years of age, twelve 
years’ traffic experience with railroads and three 
with commercial organization. Qualified in every respect 
to handle all traffic matters. Address AL-75, Traffic World, 
Chicago. 


Wanted—Man thirty-four years of age, 
railroad and industrial experience, desires positio 
CHARGE OF TRAFFIC. Thoroughly qualified by | 
ing and experience to handle every feature of indus 
traffic work. Address G. B.-96, Traffic World, Chicaz 


Wanted—LAWYER, 38, unmarried, lecturer on i”‘e! 
state commerce, etc., in eastern law school and gen°ra! 
practice ability for organization and superintendence 
would like to associate with old established lawye °° 
business corporation. For references and particulars 24 
dress R-61, the Traffic World, Chicago, III. 


years 


with oth 





THE TRAFFIC WORLD 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 


and are reaching out for such trade. 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


G. W. SHELDON & CO., 


A competent Forwarding Agent can be 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


Huguenot Express Co. 


NEW YORK, N. Y. 


524 West Thirty-sixth St. 


of town a specialty; up-to-date 


and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


143 Marquette Bldg. 

Chicago without 
machinery forwarded at reduced 
western and Pacific Coast points. 


roads at 


Phone 839 Greeley. 
warders, truckmen for all lines; bulk shipments from out 
facilities for storage 


Carload distribution to all rail- 
teams; L. C. 
rates to all principal 


For- 


phone No. 633. 


L. shipments of 


350-356 Seneca St. 
ing, handling, transferring and forwarding goods. 


Import and export freight 
reshipping agents, 
free warehouses. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y, 


‘“‘Unsurpassed facilities’’ for stor- 
Tele- 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


transfer and 
Bonded and 


contractors, 


custom house brokers. 


Ashley Warehouse Co. 


Bonded and general storage. 
handled. 
Track connections. 


promptly 


Insurance, 18c. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers. 


J. M. Belleville, 
G. F. A,, Pittsburgh Plate 
Pittsburgh, Pa. 
H. G. Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Usear F. Bell, Secretary -Treasurer, 
'. M. Crane Co., 836 South Michigan 
Ave., Chicago, Ill. 
David P. Chindblom, Assistant Secretary 
5 North La Salle St., Chicago. 


President, 
Glass Co., 


National Implement and Vehicle Associa- 
tion, W. J. Evans, Freight Traf. Mer., 
\merican Trust Bldg., Chicago, IN. 


Northern Pine Manufacturers’ Assocla- 
tion. H. S. Childs, Secy., Minneapolis, 


Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 


dustries located 
Falls, Dl. 
W. P. Benson 


at Sterling and Rock 


President 
Vice-President 
W. J. Burleigh....Secretary-Treasurer 
Ww. Traffic Manager 


Bureau. L. R. 
Thomas, Vice- 
Commissioner, 


The Memphis Freight 
Donelson, Pres.; W. G. 
Pres.; James S. Davant, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. E. MacNiven, 
Secy. 

The Traffic Club of New York. A. F. 
Mack, Pres.; C, A. Swope, Secy. 
Brooklyn Traffic Club (inc.), H. L. 
lard, Pres.; C. I. Darcy, Secy. 
The Spokane Transportation Club. 

W. Colby, Pres. 

The Traffic Club of Chicago. Guy 5S. 
McCabe, Pres.; W. H. Wharton, Secy. 
The Traffic Club of Dallas, Tex. T. E. 
Jackson, Pres.: G. S. Maxwell, Secy. 
The Traffic Club of Philadelphia. Harry 
Billings, Pres.; C. W. Summerfield, 

Secy. 

The Traffic Club of St. Louis. Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 
Treas. 

The Traffic Club of Pittsburgh. 
Sattley, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indianapolis. 
S. S. Shambaugh, Pres.; L. E. Stone, 
Secy. 


Wil- 


Chas. 


E. C. 


ST. LOUIS, MO. 


Drayage facilities. Cars 
Custom house entries attended to. 


The Traffic Club of New England, 
ton. TT. E. Byrnes, Pres.; Wm 
Brown, Secy. 

The Transportation Club of Cincinnati. 
Cc. W. Poysell, Pres.; J. H. Anderson, 
Secy. 

The Transportation Club of Louisville. 
E. L. Roederer, Pres.; S. J. McBride, 
Secy. 

The Transportation Club of Toledo. E. 
D. Ryan, Pres.; J. S. Marks, Secy. 

The Traffic Club of Newark, John T. 
Rogers, Pres.; J. R. Cooke, Secy. 

The Traffic Club of Seattle. Roger D. 
Pinneo, Pres.; P. B. Miller, Secy. 

The Transportation Club of Detroit, Mich. 
Sidney A. Jones, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisco. J. 
F. Burgin, Pres.; Theo. H. Jacobs, 
Secy. 

The Railroad Club of Kansas City, Mo. 
J. N. Stroud, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham. <A. W. Carey, Pres.; H. 
H, Knight, Secy. 

The Traffic Club of Minneapolis. 
Pool, Pres.: F. B. Rowley, Secy. 

Sait Lake Transportation Club. J. H. 
Davis, Pres.; R. E. Rowland, Secy. 

Traffic Club of Milwaukee. Wm. P. 
O’Coennor, Pres.; C. C. Lloyd, Secy. 

Transporation Club of Lima, O. Lloyd 
P. Sherrick, Pres.; D. L. Rupert, Secy.- 
Treas. 


Bos- 
- Oe 


EF. E. 


Grand Rapids Traffic Club, Grand Rapids, 

Mich. Chas. H. Lilley, Pres.; James 
Bale, Secy. 

Transportation Club of Peoria. R. M. 
Field, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.;: W. V. Bishop, Secy. 

Traffic Club of Erie, Pa. Edwin H. Bre- 
villier, Pres.; M. W. Eismann, Secy. 

Los Angeles Traffic Association, Los An- 

geles, Cal. FE. S. Blair, Pres.; C. E. 

Cline, Secy.-Treas. 


As a Friend of THE TRAFFIC WORLD, piease Mention the paper In writing to advertisers. 





Ready ‘Today 


Commission Regulation 
of 


Public Utilities 


A‘ Compilation and Analysis of Laws of the Different 
States and of the Federal Government for 
the Regulation of the Railways and 
Other Public Utilities 


BY 
THE NATIONAL CIVIC FEDERATION 


1300 Pages 300 Topics S000 Paragraphs 


All Carefully Indexed 
All Topically Cross Referenced 
All Logically Arranged 


EDITION LIMITED 
Plates Destroyed 
Better Order Today 
Delivered Price $8.50 


The Traffic Service Bureau 


Sole Distributors 
418 So. Market St. 508 Colorado Bldg. 
CHICAGO WASHINGTON 
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